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PR ,FACE 
Very little information is available in regard to trans-
por.tation in China at the present time, and the pur po se of 
this paper is. t o endeavor to bring together pertinent · fact s 
about existing Chinese transportation systems and their con-
ditions in order to gain some ides. of what must be done to 
build up an efficient transportation syst em t o meet the needs 
of China under existing conditions. 
The writer, having been emDloyed by the Chinese Government 
Railways, is well aware that there is much room for improvement 
i n this fi el d and is desirous of gaining an insi ght int o the 
history and future prospects for Chinese railways. Therefore, 
he has endeavored to touch upon the main points of past events 
in r ail road history in order to find ways t o plan and fi nance a 
more successful system in the future. 
Because of the lack of statistics or material dealing with 
this subject, the v.rriter has been forced to seek information 
from many different sources. Wi th the exception of a very few 
books, only one of which is at all recent, and a few magazine 
articles, it would appear that no gr ee t amount of work has been 
done i n this field. 
However, a definite need exists f or an adequate and efficient 
sy st em of rail ways in China, and it is the hope of the writer that 
this paper may help in a measure to summarize the si tuation and 
point out in a necessarily general way what might be done to achieve 
this end. 
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CHAPTER 1. 
OLDER METHODS OF TRANSPORTATION IN CHINA. 
The problem of modern transportation in China has been greatly 
influenced by political and cultural factors which have retarded the growth 
of adequate transportation systems. Unlike the Japanese~ in whose country 
modernization was introduced in the 1860 1s by the ruling class and carried 
out with great thoroughness, China's Empress Tzu Rei was bitterly opposed 
to any foreign _influence. So bitterly opposed was she that only with the 
greatest difficulty were any reforms carried out and not until after her 
death in 1908 and the revolution in 1911 was the way opened for any large-
scale modernization. Since that time, China has been the scene of great 
political unrest and civil war. Organized modernization of the huge ter-
ritory which comprises China has never been possible because of these 
factors, and even those transportation systems which do exist have been 
crippled in many instances by war and invasion. 
From the sociological point of view, there is one strong factor 
why China did not become travel~inded. The Family System is predominant 
in Chinese culture. The majority of the population is peasant, gaining 
their living from the land. The burial places of these families are on 
their own land, and the form of ancestor worship which is followed makes 
the family home the center of their lives. Through the centuries, these 
i family ties have become very strong and there is little desire to leave 
the home. Throughout China one can find whole villages bearing the same 
family name. 
China has never passed through the natural stages of growth in 
transportation methods. The modern inventions of the West have come to 
I 
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a China which still holds to ancient ways. Only in the large cities 
where trade has b~en carried on with the Western nations do we find any 
great degree of modernization. We still find the ancient modes of travel 
and transportation being used in the interior much ae they have been for 
thousands of years. 
In early times, problems of government, military movements and 
transportation of taxes led to the establishing of a system of roads which 
extended from Peking, the Imperial capitol, and connected the provincial 
capitols. (1) These roads were often maintained by Imperial support. 
It was the policy of the Emperors to appoint governors to rule over prov-
inces far from their native homes, and these provincial governors in turn 
chose the district officials serving under them from distant places. This 
practice was thought to reduce the possibilities for dishonesty, as in: all 
probability a man with no local prejudice would administer the law in an 
impartial manner.(2) The travel of these high-ranking officials with 
their followers, of course, led to the building up of a system of roads 
connecting all the provinces. 
Because of the lack of central control by which the highways 
.were planned and kept up, little subsequent care has been given the roads 
of China. In many districts, land was at a premium and was _all privately 
owned. In order to construct roade, each landowner wae required to con-
tribute a portion of his property, which was in many cases merely a small 
farm on which he depended for his living. The farmer, who could see no 
( 1) 
(2) 
George Babcock Creasey, China's Geographic Foundations, (New York, 
19§4) P• 28 
Ibid., P• 27 
-)-
personal benefit coming to him from this forced gift, usually donated 
the smallest possible strip from one side of his farm, or else the top 
of one of the dikes of a rice field terrace. In consequence, many of 
these roads wind in and out around the edges of small farms, thus in-
creasing the normal travelling distance between villages by a great per-
centage.()) In such districts, the roads are usually wide enough for two 
men to pass. In places where there is a substantial amount of travel, they 
may be paved with cobblestones, and in sections where wheelbarrows are much 
used this paving is often deeply grooved in the center. (4) Little or no 
repair has been made because there is no earth available to u.se for this 
purpose. All ~he land is privately owned and is under a high degree of 
cultivation, leaving no material for use in building or repairing highways. 
· Consequently, the constant travel often weare the roads down below the 
level of the surrounding fields, and in the rainy season they often-become 
small rivers as the water from the nearby fields drains into them. China 
has no sewage systems or drainage systems for protecting the roads in bad 
weather, and this accounts for much of the disrepair of the roads.(5) 
Travel on these roads is necessarily on foot or by sedan chair, 
for much the same reason that there is no earth for road repairing. The 
population-density of Southern China ·isvery high, and the land is eo 
valuable for the food which it produces for human consumption that there 
is none available for pasturage or for the raising of hay to feed trans-
port animals. Thus man has become the freight carrier, and transports 
(;) William B. Parsons, An American Engineer in China, (New York, 1900) 
P• 241 (4) Ibid., P• 244 
(5) Ibid., P• 244 
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his burden either by wheelbarrow or by means of long poles borne.on 
the shoulders. . 
In North China, very little system was used in the building 
up of the roads. They grew up for the most part to meet the needs of 
local trade. However, the flatness of the land made road building much 
easier than in many other parte of the country. Where roads traversed 
private land, the owner very often did his best to make the road so bad 
that travellers would pass across neighboring land in preference to the 
original road, even though the neighbor's land might be ploughed or under 
cultivation.(6) The exception to these roads is, of course, the system 
extending from Peking and the road leading to the Ming Tombs, northwest 
of Peking. These roads were at one time paved, but have fallen into dis-
repair.( 7) 
Weather conditione play an important part in travel on the 
northern roads, as in rainy weather they become seas of mud and are very 
dusty in dry weather. Springless, t'vo-wheeled carte are used with tires 
of iron studs which cut grooves to the firm ground beneath. A good day 1s 
travel averages twenty miles, and distances are usually expressed in time 
units. Passenger carts are usually pulled by one animal and are smaller 
than the large freight carts, which sometimes have six or seven mules. 
Pack mules are used on these northern roads, as is the wheelbarrow. A 
curious feature of these northern wheelbarrows ' is their use of sails to 
lighten the load of the man or men pushing. Passengers and freight are 
(6) 
(7) 
George Babcock Cressey, China's Geographic Foundations, (New York 
19§4') P• 178 
William a. Parsons, An American Engineer in China,(New York, 1900) 
P• 24~ 
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both carried by wheelbarrow.(8) 
Camels are used extensively around Peking and in the Mongolian 
deaert.(9) The Peking camels are sent to the desert to graze in the sum-
mer, as it is hard for them to stand the intense heat. These camels are 
of the two-humped variety. 
The roads of Manchuria are most favorable for travel in the 
winter when they are well frozen. In the summer, rains very often make 
them impassible. In winter the frozen rivers of this part of the country 
also serve as excellent highways. In contrast to the South of China where 
land ia ao valuable that roads are of necessity narrow, in this district 
when one set of ruts becomes too bad for use the carts merely start another 
set of ruts alongside until they, too, become useless, repeating the pro~ 
cess until the roads may become a hundred yards or so in width.(lO) 
In the mountain d~atricts of China the roads are mere narrow 
paths on the side of the mountains and the only means of transporting goods 
ia by coolie ~r pack animal. 
The vehicles which traverse the roadways of China are mostly 
primitive, t wo-wheeled carte without springs. The sedan chair , of course , 
was known to Vestern civilization. The wheelbarrow is, as in the ~ 1 est, a 
one-wheeled vehicle, but is much larger than those in America and, as 
stated above, in windy weather sometimes makes use of a sail.( 11) The 
carts are probably the same as those used by Conf\.lc:iusin his travels about 
(8) George Babcock Cressey, China 1 s Geographic Foundations, (tiew York 
19§4) PP• 178-179 · _ 
(9) Isabelle Williamson, Old Highways in China, (London, 1884) p. 210 
(10) George Babcock Cressey, China's Geographic Foundations, (New York 
. 19)4) P• 221 
(ll) Isabelle Williamson, Old Highways in China, (London, 1884) P• 159 
the year 500 B.C. Horses as well as mules were used extens ively i n 
China i n the time of Confucius. A Western traveller in China in the 
Eighteenth Century speaks of the many wooden arches set up in the roa ds 
about a mile and a half 'distant from each other displaying in large char-
acters the distance from the town just left and the distance to t he next 
town. In the Province of Shantung during the last century, an English 
traveller speaks of using a road chart made about t welve hundred years B.C. 
and finding it very useful.(l2) Carts are often pulled by oxen and some 
of these are shod with iron in the ancient Roman fashion and others wear 
straw sandals tied to the hoof which are called "five li shoes" (1)) and 
last about t wo miles. The carte are usually very primitive affairs con-
sieting of a platform mounted on two solid, wooden wheels. 
Travel in China by waterway is a very different matter, however. 
The t wo main waterways are the Yangtze Kiang and the Hwang Ho. A great 
canal system has also been built up, especially in the Canton and Yangtze 
Deltas and, in conjunction with the rivers, much of China 1 s travel has 
been done on these waterways. The lakes of China also add to this system 
of water travel, among the most important of which are the Tungting, Poyang, 
Ta i and Hungtze Hu. The chief r egions of these canal systems are the Yang-
tze Delta and the Canton Delta. The canals not only serve for transportation 
purposes, but provide irrigation for the rice fields and farms. The mud 
which gathers on the bottom of the canals is also dug up and used 'as fer-
til izer on the adjacent fields. 
(12) Ibid.~ P• 1)2 
(13) Ibid., P• 11) 
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The most famous of these canals is the Grand Canal, which 
was built to carry tribute rice from the Yangtze Plain to Peking, the 
Imperial capitol.(l4) It starts at Hangchow, passes by Soochow, crossing 
the Yangtze Kiang and continuing north through Yangchow. In the North 
China Plain some sections of the Grand Canal have become silted and some 
sections are dry during the winter.(l5) Its depth often exceeds six feet 
and it is approximately eight hundred miles long. The middle section was 
probably built in the sixth century B.C., the southern section between 
605 and 617 A.D. and the northern section betv1een 1280 and 1285 A.D.(l6) 
The Yangtze Plain is covered with a network of rivers, lakes 
and canals. From Shanghai to Hangchow, a distance of 117 miles, there 
are in sixty-t,;vo miles of this trip 1)4 lateral canals entering the main 
artery and 190 on the left leaving the canal. The average width of these 
canals is twenty feet. In the Shanghai and Hangchow districts there are 
approximately 2700 miles of ms.in canals and the total canal mileage of 
these districts is probably around 25,000 miles. The provinces of Kiangsi, 
Hunan and Hupeh -probably have over 28,000 square miles of territory in· 
which may be found a canal system. In the province of Szechwan there is 
an area of about thirty by seventy miles which is also served by canals.(l7) 
Along the Yangtze Kiang there have been built many levees as 
adjuncts to the canalization work. These levees also extend for many 
miles on the Hwang Ho and help to prevent floods~ In connection with the 
canal system there are also many impounding reservoirs built to control 
(14-) George Babcock Cressey, China's Geographic Foundations, ( New York, 
19§4) P• 295 
(15) Ibid., P• 179 
(16) F. H. King, The Wonderful Canals of China, National Geographic 
Magazine, Vol. XXIII, No. 10, October 1912. 
(17) Ibid. 
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overflow water from the great rivers. Some interior reservoirs have 
areas of 2,000 and 1,800 square miles and during the rainy season may 
rise t wenty to thirty feet.(l8) 
. \Vater transportation is, of course, much slower than r a ilroad 
or truck, but it is also more economical. ~fuch of the cargo transpor-
tation is done by boats propelled by man power and these boats are pulled 
along by men on the banks of the canal, rowed, or pushed by a pol e. La-
bcr is very cheap in the Yangtze section, and steamboats are usually 
used only for passenger travel. 
The provinces of Kwangtung and Kwangs i in the south of China 
also contain an intricate network of rivers and canals. The Canton 
Delta is the economic center of Liangkwang (the section made up of Kwang-
tung and Kwangsi) and as previously stated, the road system in this . dis-
trict is very poor, leaving the canals and rivers to carry most of the 
comraercial traffic.(l9) 
It is an interesting fact that Shanghai in the year 220 B.C. 
was on the seashore, and Putai in Shantung was one-third of a mile from 
the sea. In 1 T50 Putai was forty-seven miles inland, and forty-eight 
.. 
miles inland in 1912.(20) This will give some idea of the huge amount 
of silt which is brought down the rivers and deposited on the Delta. 
In 1932 China had about forty thousand miles of automobile 
roads and about six or seven thous and miles of railroads.(21) When it 
(18) 
(19) 
(20) 
(21) 
.Ibid. 
Geor ge Babcock Cressey, China's Geographic Foundations, ( New York 
19§4) p. ;62 
F. H. King, The '.'ionderful Canals of China, National Geographic 
.~agazine, Vol. XXIII, No. 10, October 1912 
George Babcock Cressey, China 1 s Geograuhic Fm.~ndations, ( New York 
19)4 ) P• 28 
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is considered that the area of China proper is larger than that of the 
United States, it _becomes apparent how inadequate these modern transpor-
tation systems are to serve the needs of the country. Airlines now 
connect the large centers, such as Shanghai, Hongkong, Hankow, Peiping 
and Sian, but air travel in Chine. is still in its infancy, and as in 
other countries serves only the few who are financially able to use such 
methods of travel. 
As previously mentioned, China has not grown gradually into 
modern transportation methods. In ::.restern countries we do not find such 
outmoded conveyances as the sedan chair, rickshaw, wheelbarrow, mule tean 
and junk competing with the taxi, truck and freighter. The old horse-and-
buggy roads have gradually evolved into the motor highways. The United 
States had these connecting roads on which to base her highway system, 
but it is a different problem to convert a narrow wheelbarrow path into 
a modern motor highway. 
Against this disadvantage must be considered the advantage of 
being able to plana .system which may be projected from a fresh start, 
and not being handicapped by having to follow old highways which in some 
instances are not the most efficient and direct routes between centers. 
A good transportation system devised at the present time with consideration 
for traffic growth and economic conditions would, in many cases, be more 
effective than following old lines of travel. 
ith improved transportation, the educational and economic con-
ditions of the country should be greatly aided. It should be easier to 
organize a united country, thus improving. political conditions. It is 
an enormous problem - one which 1:dll bring great social reforms. But 
-lo-
China has been delayed in her natural growth of modernization and now 
she must endeavor to bring her standards up to those of the Western 
countries with all possible speed. 
Dr. Sun Yat-Sen, the father of the Republic of China, in 
his plans for reform and modernization, has already suggested tentative 
highway, waterway and railroad transportation systems. Under the new, 
united government of China it will be possible to carry out these plans. 
The most necessary factor at present is the financing of these sy&tems 
and it is this problem which I wish to attack. 
-11-
CHAPI'ER 2. 
HISTORY OF RAILROADS IN CHINA. 
China has been one of the most backward countries in pro-
rooting the construction of railways, and at the present time is still 
far behind the rest of the world in this respect. Much of this lack 
of development may be traced to the conflict during the last century 
between the old Chinese civilization and customs and the new Western 
science and trade which was gradually making itself felt in China through 
the medium of various Western commercial and trading enterprises. Added 
to the general distrust of Western methods and people was the strict con-
servatism of the Court and the Empress Tzu Hsi. In any country, new in-
ventions which have threatened time-honored business, industrial or trans-
portation methods have been met with suspicion and opposition, but this 
situation was naturally more acute in China in the last century because 
\'/estern science and industry brought not only new inventions, which would 
necessarily upset traditional methods, but these innovations were intra-
duced by a strange race of foreigners who, we regret to say, in many 
cases openly wished to exploit the wealth and people of China. The damage 
done by such people gave rise to strong feeling of opposition and blinded 
the Chinese for many years to the good which Vestern science and industry 
could bring. By 1860, practically every great commercial country in the 
world had r ailway systems, China being the one important exception. The 
old waterways , providing safe and cheap transportation, were still ser-
ving thirteen of the eighteen urovinces of China proper.(l) About this 
(1) H. B. Morse & H. F. MacNair, Far Eastern International Relations, 
(Cambridge, .;fassachusetts, 1931) p.412 
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time, the first active agitation for railway construction began. 
Firat Petition for Railway Construction. 
The first petition for a rail way concession was made in July 
186) . by a group of twenty-seven English and American firms at Shanghai. 
The se firms anticipated the fall of Soochow and .the end of the Taiping 
Rebellion, and so presented their petition to Li Hung-Chang, then Governor 
of Kiangsu. They wished to obtain a concession to construct a railway 
from Shanghai to Soochow, which lies inland about eighty miles directly 
west of Shanghai and not far from the eastern shore of the Taihu, or 
"Great Lake. 11 (2) 
Reasons for Rejection of Proposed Railway Enterprise. 
Governor Li not only rejected this petition himself , but re-
fused to send it on to Peking for consideration of the Imperial - Govern-
ment. At this time, the Governor was engaged in military campaigns 
against the Taiping rebels which may have partly accounted for his lack 
of interest in the proposed railway. On the other hand, he could not 
have been unaware of the fact that, after the Treat y Settlements of 1842-
18~ and 1856-1860, this~ far from being a purely commercial enterprise, 
would no doubt serve to advance the political strength of the prospective 
· builders of the railroad.()) In replying to the petitioners, Governor 
Li expressed the opinion that in order to be of the greatest benefit to 
China, the construction of railroads should be undertaken by the Chinese 
people themselves, and moreover that great objection existed to the 
(2) Percy Horace Kent, Railway Enterprise in China,(London, 1907) 
P• ) 
(3) Cheng Lin, The Chinese Railways, Past and Present, (Shanghai, 1937) 
p. 1 
-1)-
employment of numerous foreigners in the interior. He also stated 
that the Chinese people \'iould oppose having to give up their land for 
the building of such enterprises. 
Foreign Efforts to Show Practicability of Railwa~s. 
The following year, 1864, a small line about one-third 
of a mile long was built outside the Hwuenwu Gate of Peking. This was 
constructed by a British merchant with the idea of demonstrating the 
advantages of railways to the Chinese people. It attracted much atten-
tion and aroused a great deal of curiosity, but the local military author-
ities were afraid that some unfortunate incident might occur and ordered 
the line destroyed.(4) 
·Second Foreign Attempt to Promote Railway Construction in China. 
In 1864, Sir MacDonald Stephenson, a prominent engineer who had 
projected the first railway for India and had been closely associated 
with the development of railways in that country, came to China with the 
idea of proposing similar plane for railroad construction. He first ob-
tained the views of foreigners in regard to the desirability of railroad 
developments in China, and the majority were enthusiastic. Next, a large 
gathering of Chinese merchants met in Canton and received Sir MacDonald's 
proposals very favorably. However, at that period in Chinese history, 
the opinion of the merchants was not very highly regarded. The Chinese 
people had long regarded themselves as being divided into four classes, 
ranking in order of importance as follows: scholars, farmers, artisans 
(4) Cheng Lin, The Chinese Railways, Past and Present (Shanghai, 
1937) P• l 
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and merchants. Nevertheless, Sir MacDonald was greatly encouraged 
and proceeded to outline his plans. Hankow, an important trading 
point of Central China located on the . Yangtze River, was designated 
as the center of the system, with trunk lines running as follows: 
1. Hankow eastward to Shanghai. 
2. Hankow westward through the provinces of 
Szechwan and Yunnan to Burma and India. 
?• Hankow southward to Canton. 
4. Chinkiang (between Hanko w and Shanghai) 
to Tientsin and Peking. 
5. Shanghai to Ningpo. 
6. Foochow into the interior of Fukien Province. 
When his plans \vere put before the Chinese Imperial Govern-
ment, emphasis was put on the fact that these railways could be built 
by the Chinese Government itself, that they would help to develop the 
great resources of China, and that a great part of the material and 
labor were obtainable in China. However, even though he .was given a 
respectful hearing, his proposal fail ed to arouse sufficient interest 
and nothing was done about the proposal. 
Develhpment of China 1 s First Railway. 
Foreign merchants in Shanghai still endeavored to eecure con-
sent to build a railway and in 1865 the "Woosung Road Company" was formed 
by Jardine, Matheson and Company, Limited, and Mr. Henry Robinson was 
appointed engineer. Nothing came of this attempt, however, as opposition 
was still great and lack of capital prevented carrying out the project. 
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The folloving year, the British merchants in Shanghai again tried to 
gain permission to build the railroad, informing the Tsungli Yamen 
(forerunner of the Ministry of Foreign Affairs) of their intention. 
Their petition was rejected by the Governor of Kiangsu. After several 
years of unsuccessful negotiation over the dredging of the Whangpoo 
River in order to facilitate the transportation of goods from 'ioosung 
to Shanghai, foreign merchants decided to find some means of ensuring 
more rapid transportation and petitioned' for the right to reconstruct 
a carriage road from Woosung to Shanghai. After obtaining such per-
mission, it was announced that they intended to lay r a ils for a tra1n-
way along this road, but it soon became known that the "tramway" was 
to be a railroad. The work proceeded even in the face of official 
Chinese protests and June 30, 1876 saw the line put into operation as 
far as Kiangwan, six trips each way being made daily for pasaengers.(5) 
On August 3, 1876, a Chinese was run over and killed instantly. 
This was the first accident of its kind in China and immediately became 
an important issue for the oppoBition. Public opinion became threatening, 
but the British Consul ignored the request of the Chinese Government to 
stop the train service. In September negotiations were started between 
the British Minister, Sir Thomas Wade, and Li Hung-Chang, the operations 
of the railway being suspended until an agreement was r eached. China 
finally purchased the railroad for 285,000 Taels, payment being completed 
in one year from the signing of the agreement. The rails were then 
promptly torn up and shipped to Formosa where it w11s intended to build 
f5) Cheng Lin, The Chinese Railways, Past and Present, (Shanghai, 
1937) p. 6 
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a railway. Capital for the Formosan venture was not forthcoming and 
the rolling stock of the Woosung-Shanghai Railway was left to rust on 
the beach of Formosa. 
Economic Necessity and Change of Attitude Towards Ra.ilwaye. 
1\fuch of the early opposition to the building of rail ways in 
China may be laid to the people's feeling that China had no economic 
need of such projects at that time. The older forms of transportation 
by mule-cart, sedan-chair and boat met their needs and the speed of the 
railway was no attraction as· they saw no necessity for saving time. 
However, as it became necessary to transport heavy freight, such as 
coal in large quantities, opinion changed and a few years later the 
Chinese themselves were desirous of building a railway. 
As the more enlightened leaders of the country began to fore-
see the economic and strategic value of modern transportation, a group 
arose who composed several memorials to the Court of the Empress Tzu 
Hsi. Among those who were in favor of building railroads and who were 
active in their organization and support were Li Hung-Chang and Chang 
Chih-Tung. · 
In 1878, Li Hung-Ghang, who had then been Viceroy of Chihli 
for about eight years, gave his support to Tong-King-Sing, the Director 
General of' the China .. lerchants Stearn Navigation Compacy, to ope'h coal. 
mines in the Kaiping district of Chihli. This resulted in the form-
ation of the Chinese Engineering and Mining Compacy and the appointment 
of Mr. R. P. Burnett as Chief Engineer. The first shaft was sunk at 
Tongshang, which was some twenty-nine miles from the Pehtang River and 
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seven miles from Hsuochwa.ng, the nearest point to which it was pos-
sible to construct a canal.(6) After much difficulty, permission was 
obtained from the Imperial Government to construct a tramvtay from 
Tongshan to Hsukochwang, the cars to be drawn by mules. Mule-power 
was found to be unsatisfactory and dr. C. W. Kinder, eneineer in charge 
of the construction, himself built a locomotive from an old 'ilinding-
engine boiler and other second-hand materials. This he did at a cost 
of about five hundred and twenty Mexican dollars, and in 1881 this home-
made locomotive was christened the "Rocket of China 11 by .Mrs. Burnett on 
the lOoth anniversary of the building of the original 11 Rocket 11 by George 
Stephenson. ( 7) The success of the venture having been demonstrated, it 
stimulated Chinese interest in railroad building and opened the way for 
further construction. The opposition was still strong, basing their 
contentions on the fact that railways might lead to further complication 
of China 1s foreign relations, that the country would be made vulner-
able to mil itary attack, and the necessity of purchasing railway materials 
from foreign countries would be too heavy a drain on Chinese wealth. Fur-
I 
ther than this, railroad competition would create much unemployment among 
coolie carriers, and ideas detrimental to Chinese religion and morality 
would be spread too easily.(8) 
Railway Development Stimulated by Strategic 
Value of Comrrn.lnications Systems. 
(6) 
(7) 
(8) 
However, China's defeat by Japan in the war of 1894 demon-
H. B. Aorse & H. F. MacNair, Far Eastern International Relatione, 
(Cambridge, Mas sachusetts, 1931) P• 413 
Cheng Lin, The Chinese Railways, Past and Present (Shanghai, 1937) p.lO 
Ibid., P• 12 
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stre.ted the strategic value of railways. China realized her weakness, 
as did the rest of the world, and immediately began to adopt Western 
sciences. About this time the foreign powers started bidding for con-
cessions and railway construction became the moat important phase of 
international politics. Russia successfully negotiated a concession 
to build the Chinese Eastern Railway, Germany built the Shantung Railway, 
and France the Yunnan Rail way. Gres.t Britain, through a loan to enable 
completion of the Peking-J,,ukden line, secured administrative control 
over the railroad.{9) 
Early Exploitation of Chinese Railway 
Concessions and Adverse Results. 
All the Great Powers except the United States were engaged in 
exploiting the Chinese railway concessions. China was partitioned into 
spheres of interest without the consent or knowledge of the Chinese 
Government.(lO) Thr ough these spheres of interest, railway development 
was localized to meet the needs of the concessionaires, the foreign 
powers planning their rail ways from the viewpoint of their own advan-
tage and their use to China being of secondary importance. The prov-
inces adjacent to Indo-China 1 s frontiers were of primary importance to 
France; Britain because of her mercantile marine naturally was most 
interested in the great Yangtze River. Germany had interests in Shan-
tung and Japan has since inherited part of the Russian and all of the 
German interests in China.(ll) The pressing need of ice-free harbors 
(9) 
(10) 
(11) 
Harold Archer Van Dorn, Twent Years of the Chinese Re ublic, 
New 'rork, 19?5 P• 268 
Cheng Lin, The Chinese Railways, Part and Present (Shanghai, 
1937) p. 27 
H. Stringer, China, a New Aspect, (London, 1929) P• 22 
-19-
made Russia desirous of expansion in Manchuria and the Treaty of 
Shimonoseki, November 8, 1895, which terminated t he China-Japan ','far, 
gave Russia an unequalled chance of securing these. (12) This treaty 
ceded to Japan the Liaot ung Peninsul a in Southern Manchuria, which 
contained a port that would, on development, meet all Hussian require-
mente. Its pa s sing to a rising power like Japan i nspired so much oppo-
sition on the part of Russia and France that it was retroceded to China 
six months later and in order to increase Chinese indebtednes s , a Ru sso-
French Loan of kl5,800,000 was raised to hel p pay off the indemnity also 
awarde d Japan by the 1895 Treaty.(l?) 
China's government was weak and c ould not resist these demands, 
but public opinion was much opposed to the exploitation of China and 
anti-foreign feeling grew r apidly until it cu lminated in the Boxer Rebel-
lion of 1900. At this period, the Hanchu Empress, Tzu Hsi, and her 
government wert~ much opposed to \'!estern innovations and missions, but 
there wa s a strong movement for government reform and for the adoption 
of modern science which, however, was fru strated by the Empress and her 
advisers. After the Rebellion, the Powers tightened their hold on China 
and demanded huge indemnities from the Chinese and additional r eAtrictions 
on the administration of the already existing North China Raiways.(l4) 
With the conclusion of the Boxer Rebellion, r ailroad con-
struction began to be more active and as time went on China was able 
t o. obtain better terms in foreign contracts. Henceforth all agreements 
(12) 
(13) 
(14) 
China Year Book, 1921-22, (Shanghai) p. 205 
H. Stringer, China, A New Aspect, (London, 1929) P• 22 
Cheng Lin, The Chinese Railways, Past and Pr esent, (Shanghai, 
1937) P• 28 
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negotiated vested ovmership of the lines in the Chinese Government 
and after 1908 all administrative control was also retained. During 
this period the basis for the present system of government-owned rail-
ways was laid and most of the trunk lines of the system were completed 
between 190) and 1912.(15) 
Railway Concession Rights and Types of Concessions. 
Under early r a ilway concessions granted by the Chinese Govern-
ment . , the concessionaire not only had the right of way, bvt also the 
privilege of supplying the necessary capital, materials, and personnel 
for the construction of the lines. Negotiations for concessions were 
completed by diplomats from the various powers and then passed on for 
execution to private companies, which was usually followed by a loan 
agreement between the Chinese Government and some private foreign 
finance company . The Great Powers had much capital ave.ilable for for-
eign investments at this time, and much competition developed among 
them for the privilege of supplying Chine. with funds for the purpose 
of building railways. However, China endeavored to build these rail-
ways whenever possible by Government appropriations, private subscrip-
tion, or both. 'Yhen the drain on the Imperial Treasury caused by the 
huge war indemnity which Japan demanded after the Ytar of 1894 made it-
self felt, China was forced to borrow abroad ·i~order to construct rail-
we.ys. (16) 
(15) 
(16) 
Harold Archer Van Darn, Twenty Years of the Chinese Republic, 
(Ne w York, lY:)S) P• 269 
Cheng Lin, The Chine se Railways, Past and Present, (Shanghai, 
1937) P• 36 
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Concession Grants. 
The first contract for railway building was between Fr.ance 
and China in June 1896, for the Lungchow Rnilwa.y . The next was signed 
on September 8th between Russia and China and provided for the con-
struction and operat i on of the Chinese Eastern Raihvay. These were 
solely conces sion grants with no loan provisions.(l7) 
The Chinese Eastern Railway. 
The Chinese Eastern Railway Company had a capital of 5,000,000 
roubles and the railroad was to be built as part of the through line from 
Eur ope to Vladivostok. The first negotiations for this railway were com-
pleted in the secret tr eaty of alliance 'between China and Russia, some-
times termed the nLi-Lobanov 'P-:rreaty. 11 The Chinese Government gave per-
miss i on to t he Russo-Chinese Bank to construct a railroad across central 
Manchuria in the direction of Vladivostok. This was a Russian j oint-
stock company, but it was stated that French financial groups invested 
heavily in it and that these interests amounted to about sixty percent. 
The Chinese Government granted th e Baruc the right to construct and operate 
the railroad across Manchuria for a period of 80 years fr om the date of 
completion and first operation of the r ailway , at the end of which period 
the line would pass free of charge to the Chinese Government. It was 
also agreed that at t he end of )6 years the Chinese Government would have 
the right to buy back the railroad upon repayment in full of all the 
capital involved as well as all the debts contracted plus accrued interest.(l8) 
The Railroad Company was given absolute a.nd exclusive right of adminis-
(17) Ibid., P• )7 
(18) China Year Book, 1924, (Shanghai) pp. 1192- 119) 
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tration of its lands. In 1918 when the Soviets nationalized all banks 
in Russ ia, the French Government permitted the reorganization of the 
bank to be effected in Paris and it was henceforth known as the Russo-
Asiatic Bank. In 1924 an agreement was reached between China and the 
Soviet Union for the provisional management of the railway, dividing 
authority between both countries. One clause pledged the two govern-
mente 11 not to engage in propaganda directed against the political and 
social systems of either Contracting Party,"(l9) and in 1929 China, 
basing her claims on the fact that Russia had been engaging in propa-
ganda, took over control of the Chinese Eastern. Conferences for the 
settlement of this question began in October 19)0, but no final agree-
ment had been reached in September 19)1, when Japanese intervention : 
occurred and negotiations were brought to an end.(20) On March lst, 
19)4, Manchoukuo was declared a monarchy, but before this declaration 
negotiations for the transfer of the Chinese Eastern had been commenced. 
M. Litvinov and the Japanese Ambassador in Moscow, Mr. Ohta, met to dis-
cuss this problem in 19??• Definite negotiations were begun in Tokyo 
on June 26, 19)), the U.S.S.R. being represented by Constantin Yurenev, 
and Manchoukuo by Ting Shih-yuan and Mr. Chaahi, Manchuokuo 1 s Yice-
Minister of Foreign Affairs, and the basic agreement for the sale of 
the railway was signed in March 19)5. China had protested this agree-
ment twice during the negotiations, but the railway is now known as the 
North Manchuria Railway and was brought under the management of the 
Ja_panese-owned South Manchuria Railway.(21) 
(19) 
(20) 
(21) 
Ibid., PP• 1194-1200. 
H. S. Quigley & G. H. Blakeslee, The Far East- An International 
Survey,(Boat on, 1938) PP• 18-29 
Ibid., PP• 59-72• 
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Loan Agreements. 
The first loan agreement was signed with the Societe Finan-
ciere et Industrielle Belge en Chine and provided for the construction; 
of the railway between Lukouchiao and Hankow. The loan amounted to 
1,4,500,000, subject to ten per cent discount, and interest was charged 
at 4% per annum, security being the property of the railway to be built. 
The Belgian company was to receive a 5% commission on the net value, lese 
coat of trans portation, insurance,, etc., of all materials purchased abroad. 
The China Railway Company reserved all rights of management of the rail-
way and the foreign staff, with the exception of the Controlling Engineer, 
wer e subordinated to the Chinese Director-General. The final loan agree-
ment was signed on June 26, 1898.(22) 
Types of Chinese Railways. 
Chinese railways may be divided into three classes: (2;5) 
1. National Railways, built and controlled by the 
Central Government. 
2. Provincial and Private-o\vned Railways, built 
and run by incorporated j oint stock companies, 
and which may or may not receive financial support 
from the Central Government . 
)• Foreign-owned Rail ways which are built and 
controlled by foreign governments. 
By the end of 19)6 Chinese National Railway s, exclusive of 
),542.957 kilometres under J apanese control in Manchuria since 19)1, 
(22) 
(2;5) 
Cheng Lin, The Chinese Ra ilways, Past and Present 
1937) P• )8 
Ibid., P• 92 
( Shanghai, 
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now total 10,159.909 kilometres; Provincial and Industrial Railways, 
2,467.902 kilometres and 624.090 kilometres respectively; and foreign-
owned railways 3,5QS.o40 kilometres.(24) 
Effects of Civil War ~nd Maladministration on the 
Financial 1Sell-being of the Railways. 
Despite the good showings made by the railways during times 
of peace and comparative security, the railways have suffered from many . 
maladies. Dishonesty, incompetence and nepotism crept in at the very 
beginning and undermined the whole system of rail way administration. 
'r'ihile this situation existed in all departments of the Government at 
that time, the railroads were most subject to such maladministration. 
The men in charge of construction and operation of railways often made 
large fortunes, while the railways were practically on the verge of 
bankruptcy.(25) Other factors, however, were also to blame for the 
bad condition of the railways, such as the frequent civil ware which 
did much damage to railway properties and disrupted the service and thus 
the revenues of the companies. 
From the year 1915 to 1924, when times were comparatively 
peaceful, the gross income of government-o1rned lines rose from $56,000~000 
to $125,000,000, an average annual increase of 9·3 per cent.(26) During 
times of war the military rulers often impose heavy taxes or take over 
railway lines for their own purposes, which has many adverse effects. 
For instance, in 1928 the Peking-Mukden Railway south of the Great Wall 
was controlled by a general who imposed a ne:w uta~11 of' ~~ 12 per ton over 
(24) Ibid., pp.93-94 
(25) Ibid., P• 156 
(26) Hallett Abend, Tortured China, (New York, 19)0) P• 163 
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the 200 miles of track which were "guarded" by his army. Besides 
previous chargee and levies, this new tax brought the cost of moving 
40 tone of freight for 200 miles to the prohibitive figure of $680. 
A rival general who controlled a section of the Peking-Hankow line also 
imposed a surcharge of ;o per cent on all goods passing through hie 
territory, and the railway from Tsingtao to Tsinanfu did not pay interest 
on the mortgage during the years that Marshal Chang Tsung-Chang governed 
the province of Shantung. In contrast, when the Japanese took over 
operation of the line in May 1928, the bond interest was paid regularly, 
all floating debts were paid off, hundreds of thousands of dollars were 
available for repairs and new bridges, and a cash surpll,ls piled up in 
the banks. The income for the first six months under Japanese operation 
was $9,718,000 aa against $5,988,000 for the whole preceding year, in 
spite of the fact that the number of passengers decreased by 450,000 
during the first six months. (27) In 19)0, fifty locomotives and many 
cars were kept idle on the sidings at Changchow for the duration of a 
military conference in order that the generals and their followers might 
have suitable living quarters. The use of the r a ilroad for military 
purposes practically tied up traffic on the Peking-Hankow line from 
Change how. ( 28) 
Revenues of the railways are greatly reduced by the free trans-
portation of military men and supplies. For instance, in 19:)2, $8,:)50,-
878.62 out of a total operating revenue of $1:)7,400,147.40 was on account 
of military transportation for which the railways received no cash payment. 
(27) Ibid., p. 164 
(28) Ibid., P• 165 
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Subsidies amounting to $5,508,500 were also given to the military, 
these t wo items amounting to more than 10 per cent of total operating 
reverues.(29) 
Railway Property Losses Through Recent Japanese Invasion. 
When considering loss to the railways through we.r and military 
operations, mention should also be made of the fact the.t China has lost 
control of 6,500 kilometres of railways in Mancruria since September 
1931. The property and revenue loss to China has been considerable. In 
1932, during hostilities in Shanghai, the Shanghai North Railway Station 
was destroyed and total railway property damages were estimated at 
15,700,000 and revenue losses of $1,200,000 due to the interruption ·of 
train service.(30) 
Since that time, there has been much damage to Chinese railway 
property throughout the country, with attendant loss of revenues. Under 
such circumstances, it is impossible to keep roads and equipment in good 
repair, and the consequent disruption of railway service not only de-
creases revenues, but also, through lack of proper transportation, does 
much damage to the commercial and economic conditions of the sections 
through which the re.ilway passes. 
Coat of Jv1odern Railway Transportation Versus Old Methode • 
The United States, with approximately the same area .as present-
day Chine., has about thirty-five times more railroad mileage. China's 
lack of transportation facilities constitutes one of the greatest obstacles 
~29) Cheng Lin, The Chinese Railways, Past and Present, (Shanghai, 
193-7 ) p 0 156 
(30) Ibid., P• 157 
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both to the rapid economic development of the country and to adequate 
defense and food shortage control. True, there . is plenty of man power 
to carry freight , but this type of transportation is pro~ibitively 
expensive. At first glance, the fact that a Chinese coolie carries 
approximately one hundred and thirty-three pounds £ifteen miles per 
day for thirty cents Chinese silver might seem to indicate that traps-
portation is cheap. Interest rates and other charges bring t h is cost 
to around fifty cents silver. Average American rates are one and one-
tenth cents gold per ton mile , and actually this is about fifteen times 
cheaper than coolie transportation. In many cases it has been found 
cheaper by the flour mills in the large Chinese ports to import wheat 
from the United States than to use wheat from the Province of Shensi .. 
In 19)0, Mr . J. J. Mant.ell, former vice-president of the Erie 
Railroad, after an extensive survey of the situat ion reported to the 
Nationalist Government that it was possible to place China 1s railroads 
on a profitable basis, but he emphasized the absolu t e necessity of 
exper ienced personnel, efficient management, and better accounting methods . 
Despite the unsettled conditions of the country , China is still me.king an 
effort to construct new railroads and to effect an adequate system . of 
transportation, and comprehensive plans hs.ve been drawn up for such a 
system, construction already having been started on many projects.* 
* For detailed accounts of individua.l railroads construc t ed prior to 
and since the start of the war , see Chapter ( 9 ), and Chart ~Jo. l 
Page No. )ILl-. 
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F 0 R E W 0 R D 
Before the consideration of present communications in 
China and their future construction, reconstruction and financing, 
it is necessary to gain some idea of the geography, resources, society 
and conditions prevailing in present-day China. This is an extremely 
difficult task, in view of the lack of accurate statistics, the profound 
social changes taking place, and the recent invasion by Japan. Further-
more, it is impossible in such small space to give more than the barest 
outline of the more important points. Arter this outline has been 
sketched, there will still remain the ur~nown factor of the war - how 
soon wil l a lasting peace be secured, and how much of China will r emain 
under Chinese control in the final settlement? No amount of statistics, 
however accurate and reliable, would be able to answer these t wo questions. 
For the last ten years, rapid change has been the order of the day. 
* * * 
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CHAPTER 3. 
GEOGRAPHICAL ASPECTS. 
Area of the Old Chinese Empire. 
The Chinese Empire of the Ch 1 ing ~rnasty (1644-1912) con-
sisted of China (including Manchuria), Mongolia, Chinese Turkestan, 
and Tibet. China proper consists of the eighteen provinces , extending 
from Kwangtung in the extreme south along the coast to Hopei in the 
north, and from the east coast westward to Szechwan. China, ,~anchuria, 
Inner Mongolia, Sinkiang and Tibet might be said to form a triangle, 
the apex being the Pamirs in Central Asia and the base extending from 
the Amur-Ussuri rivers in the northeast to Hainan Island in the south-
east. The base of the triangle is the sea, its t\'10 sides being marked 
by the Tien Shan, or Mountains of Heaven, the Altai, and the Yablonoi 
on the north, while on the south are the Himalayas, the plateau of 
Yunnan, and the hills forming the watershed of the Si Kiang • . This 
great triangle is on the eastern edge of the Eurasian continent and 
slopes gently to the sea.(l) 
China Proper. 
The eighteen provinces of China proper , as distinct from the 
Chinese Empire, contain the bulk of the population, the outer depend-
encies of the empire being occupied by alien, tributary, and subject 
races which, even though they occupied a greater area, were numerically 
weak.(2) The area of China Proper is 1,532,800 square miles and in 
( 1) 
(2) 
H. B. Morse & H. 1',. iv!acNair, Far Eastern International Relations, 
(C ambridge, Massachusetts, 1931) P• 9 
Paul Hibbert Clyde, A Historv of the ~~1odern and Contemnorar' Far 
East, New York, 1937 P• 6 
-)o-
19?5 the population was approximately 4)01 000,000. (?) 
China's Three Great Natural Divisions. 
China may well be described in terms of the tl~ee great 
rivers which divide the country geographically: in the north, the Hwang 
Ho; in central China, the Yangtze Kiang; and in the south, the Si Kiang. 
The Hwang Ho. 
Starting with the Hwang Ho in the north, we find that the den-
sity of population is very great along this fertile valley. The Hwang 
Ho Basin covers approximately 600,000 square miles, and the river itself' 
is about 2,500 miles in length. Some 100,000,000 people live in this 
area, which consists of the province s of Kansu, Shensi, Shansi, Hopei, 
Honan and Shantung, and is genere.lly designated as North China. The 
Chinese race as we know it today is thought to have developed in this 
area some five thousand years ago, migrating from this section to other 
parts of Chins.. The source -or the Hwang Ho is the Odon-tala plain, 
fourteen to fifteen thousand feet above sea level, and it empties into 
the Gulf of Chihli. At one time this great river emptied into the ocean 
in the southern part of the Province of Shantung, and changes in its 
course have wrought untold havoc.(4) It has been given the name of' 
11 China 1s Sorrow, 11 because of the destructive floods, and famines which 
follow. The 1877-78 famine in Honan, Shansi, Shantung and Hopei is said 
to have caused 8,000,000 deaths. Since that time there have been other 
(:;) China Year Book, 1921-22, (Shanghai) p. 2 
( 4) Paul Hibbert Clyde, A Histor of the Modern and Contem Far 
East, New York, 19:57 P• 7 
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great floods and famines, and at the present time North China is again 
facing starvation as a result of heavy floods . There is a distinct 
line of division running along the watershed which separates the Hw~ng 
Ho and the Yangtze Kiang, and along this line it may be reckoned that 
we have the northern limit of ·rice cultivation and bamboo.(5) 
The Yangtze Kiang. 
The next great division is the Yangtze Kiang Basin, with an 
area of about 750,000 square miles and a population of 180,000, 000. The 
Yangtze Kiang is about · ),200 miles in length, and this is the region of 
large l akes, among them being the Tungting Hu, P.oya.ng Hu, and Tai Hu. 
The Yangtze Kiang is the main artery of trade in Central China and ab-
sorbs about 60% of China's for~ign trade.( 6 ) The i mportant commercial 
cities and ports of Shanghai, Chinkian~ . Wuhu, Hankow, Changsha and Chung-
king are located in this area. The climate is temperate and t he prin-
cipal crops are tea, rice, silk and cotton. In the provinces of Szechwan 
and Hunan there is great mineral wealth. The eastern part of the Yang-
tze Basin is also the largest marn.1facturing region of China, and Shanghai 
may be considered as the l argest manufact ur i ng and commercial port. 
The Si Kiailg. 
The Si Kiang B-asin in the south of China is the smallest of 
these natural divisions of the country. The source of the Si Kiang is 
i n the Province of Yunnan and the river is about 528 miles long. This 
area is about 390,000 square miles in extent and has a population of 
(5) China Year Book, 1921-22, (Shanghai) p. 41 
(6) Ibid., p. 40 
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approximately 60,000,000.(7) The Si Kiang drains the provinces of 
Yunnan, Kweichow, Kwangsi and Kwangtung . However, Kwangtung is the 
only coastal province. The temperature of this district is tropical 
or semi-tropical and the Nan Shan mountains, extending a distance of 
some 900 miles from Yunnan to the shores of the Pacific near Amoy, 
separate the Si Kiang Basin from central and northern China. This has 
resulted in some isolation of the southern people from those of northern 
China, leading to the development of a spirit of political independence, 
and it is in the south that most of China 1 e great revolutions have 
begun.(8) 
The Mountains and Two Great Plains. 
The greater part of China is mountain land and only along the 
channels of the Hwang Ho and Yangtze in their lower reaches can be found 
low-lying alluvial plains.(9) The larger of these plains, lying along 
the banks of the Hwang Ho in the east, is some three hundred miles wide 
and stretches from Hangchow in Chekiang Province to a few miles north 
of Peking . The Grand Canal, about twelve hundred miles in length, almost 
connects these cities. The smaller plain, about two hundr·ed miles in 
width, lying in the central Yangtze and lower Han River valleys, is 
connected with the east by the Yangtze River and with the north by the 
Peking-Hankow Railway.(lO) In the west are the almost impassible moun-
taine of Tibet and the rugged country of Sinkiang. Tibet is a plateau from 
t wo to three miles in height, and Sinkiang is half desert mostly arid.(ll) 
(7) Ibid., p. 42 
(8) Paul Hibbert orarv Far East, 
(9) China Year Book , 1921-22, (Shanghai) p. 54· 
(10) H. !3 . Morse & H. F. MacNair, Far Eastern International Relations, 
(11) Ibid., p. 12 (Camb-ridge, Massachusetts, 1931) P• 10 
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CHAPTER 4. 
POPULATION DISTRIBUTION. 
Chinese civilization has developed mainly along the three 
great rivers, and the physical isolation of these three great sections 
has pl ayed an important part in this development. In rural China, the 
"joint family 11 system prevails in which sons live with their wives in 
the parents• homes. For all China, however, the mean size of the family 
is 5.25 and of the household 5.4;. The bir t h rate is )6.6, and the 
death rate 25.7. The rate of natural increase, which is found by sub-
tracting the crude death rate from the crude birth rate, is 10.9, and 
at this rate it would take about sixty-four years to double the popu-
lation.(l) In comparison with Western nations, there is a larger pro-
portion of young and middle-aged and a smaller proportion of those over 
fiftJr years of age, due to the high birth rate and relatively short 
life span. In order to better the conditions of China 1 s large popula-
tion, transportation must be developed to carry food to areas which 
need it, wars must cease, urrused lands must be cultivated, and better 
medical care must be available. 
The following table gives the latest statistics available of 
the population of China. The total figures, however, do not seem to 
present an entirely accurate view of the situation, as the vast areas 
of Sinkiang, Tibet and Outer Mongolia with their low population 
pressure have been included and thus rather distort the general picture. 
(1) Chi-Ming Chiao,A Study of the Chinese Population, from: The 
Milbank Memorial Fund Quarterly Bulletin, 
Vol-. XI, No. 4, October 1933 (New York, 1934) 
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Table No. 1 
POPULATION CF CHINA 
Area (S q . Km .) 
Localities Date Sg .Km. Population Density 
*Province of Ki angsu 19)1 lo4,962 31 , 455, sL~5 299.69 
Province of Chekiang 101,061 20,208,429 199-96 
*Various Hsien 1928 100,840 19,723,387 195.59 
*i'.lu.n . of Ha.ngchow 1932 221 485,o42 2,194. 76 
*Province of Anhwei 1933 14),447 22,020,591 153 .51 
Province of Yiangs i 168,256 15,724,412 93 .47 
*Various Es ien 1928-9 168,173 15,518,0)4 92.27 
*Mun. of f-hnchang 1928-9 63 206,378 3,275 .84 
Province of Fukien 121,050 9,741,794 80.48 
Various Hsi en 1929 9,1)1,457 
*Cit~r of Foochow 19)4 390,363 
Jun. of Amoy 219,974 
*Municipality 1935 179,724 
I nternational Settlement ? 40,250 
Province of' Kwangtung 2?2 , 844 31,406,057 140.)0 
Various Hsien 1Y25-)6 221,908 29,761,674 1)4.12 
f-.1un. of Canton 71 1,145,285 16,130-77 
*Hun. of Swatbw 1935 6 193,923 32,320.50 
Province of Kwangsi 19)4 219, 876 13,385,215 60.88 
Province of Yunnan 1932 398,583 11,795,486 29.59 
Province of Kweichow 176,480 7,022,8o4 39-79 
Mun. of Kweiyang 19?5 116,598 
Province of Hunan 215,457 28,335,031 131.51 
*Mun. of Charigsha 1929 9 331 ,592 )4,621.)3 
Province of Hupei 18),725 26, 551,264 144.52 
Mun. of Hankow 130 8o4,526 6,188.66 
Province of Szechwan Lf03,6)4 46,823,665 116.01 
Mun. of Chengtu 19)4 114o, 988 
~ fun . of Chungking 19)4 297,7o4 
Province of Sikang 1935 1~72, 7o4 1,o48,091 2.22 
*Province of , opei 1929 139,717 26,740,391 191.39 
Province of Honan 1933 169,782 32,62?,940 192.15 
Pr ovince of' Shantung 152,496 34,5)6,907 226.48 
*Mun. of Ts inan 1955 )60 472,279 l, )11.89 
*Province of Shansi 19)4 161,842 10, 881,690 67.24 
*Provinc e of Shenei 1935 195,061 10,112,230 51.84 
Province of !(ansu 380,863 6,080,559 15 .97 
*Mun. of Lanchow 1934 2 102,688 51,344.00 
Province of Tsinghai 1935 728,198 1,195,054 1.64 
Provir.ce of Ninghsia 302~451 666 , 890 2.20 
Province of Suiyuan 3o4,Q58 2,156, 529 7 .09 
(cont inued on p~e;e )5) 
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Table No. 1 (continued) 
Area (Sq.Km.) 
Localities Date Sq. Km. Population Density 
Province of Chahar 258,815 1,782,913 6.89 
Manchurian Provinces 1,285, 069 :;:;,868,299 26.:;6 
Leased Territory of Kicl1sien 19)1~ ),-519 1,051, )58 29S.77 
South I:Ianchurian Rail way Zone 19~ 1+46, 242 
*Province of Sinkiang 1928 1,641, 554 2,45), 393 1.49 
*!!.un. of ~ranking 19)4 115 732,082 6,)65.93 
h"un. of Shanghai 528 ),70),430 7,014.07 
* h1un. of Peip ing 718 1 ':561, 027 2,174.1:; 
~,:un . of r ientsin 91 1,209,696 1),293.)6 
*:V1un . of Ts ingt ao 1935 552 524,415 950.0) 
.... 
· '¥lUll . of Sian 19)5 15 118,329 12,555.27 
*Admini strative Area of 
"'leihaiwei 1931 66:; 182,459 275.20 
Outer :. ongol ia 1928-29 1,612, 91 2 939,)00 0.58 
0 Tibet 904,999 750,000 0.83 
11 , 1 7:;, 558 4:;8,407,927 )9.24 
* Present population 
0 Estimate d 
The Present Great Migration. 
At the present time it is difficult to estimate China's pop-
ulation distribution correctly, as it is said that already more than 
4o,ooo,ooo refugees are trekking westward to Szechwan from the Japanese 
occupied areas,(:;) and large numbers of people are dying of st arvation 
and flood in the northern areas. In addition to this great migration 
of people which is proceeding from the east coast to the interior, are 
(2) China Year Book, 1936-37, (Shanghai) 
(3) The Nev1 York Times, February 11, 1940 
(2) 
some four million soldiers and civilians estimated killed in the war 
areas. It is impossible to secure accurate statistics in regard to 
these t wo factors, but it is reasonable to suppose that the high den-
sity of population in the interior in such provinces as Yunnan and Szech-
wan is becoming higher. This concentration of population along the coast 
may be attributed largely to the better transportation facilities (high-
way, railroad and waterway) in these regions, but this shift in popu-
lation will necessitate construction of transportation facilities in the 
interior to enable distribution of food and supplies to the increased 
number of people. 
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CHAPI'ER 5. 
PRESENT RESOURCES 
Agriculture in China. 
China's population is mainly engaged in agriculture, about 
75% of the total being thus employed, and 8o% of the national income 
is derived from this source. Considering only Agricultural China, 
there is a population of 1,479 people per square mile of cultivated 
land.(l} Eractically all land suitable for cultivation is being uti-
·lized, the exception being parts of northern Manchuria. Those large 
tracts having a small population are usually too dry or too cold, or 
lack fertile soil. (2) 
Comparison of Chinese and American Farming Condi tiona. 
Compared with the United States, the farm problems of China 
differ in many respects. Taking the most recent estimates available 
of 2,90?,475 square miles and a population of about 4?0,000,000, and 
the area of the United States as 2,974,000 square miles with a popu-
lation of 1?01 215,000, it is seen that the density is much greater in 
China. The ~ber of farm acres per capita is •7 for China and ).2 
for the United States; railroad mileage for China proper is estimated 
at 5,422 miles, the United State~ having 2)8,5?9 miles.()) The small 
size of the Chine ae farm precludes the use of draft animals or machin-
ery designed for large-scale f~rming , whereas in the United States it 
(1) 
(2) 
()) 
George Babcock Cressey, Ch3E)'s Geo~raphic Foundations, 
19 P• 2) · 
Ibid., P• 21 . 
The Christian Science Honitor, November 27, 1939· 
( New York, 
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is possible to make usa of these improved methods. However, con-
sidering the methods of the Chinese farmer, it is generally conceded 
that the maximum volume of production is obtained from the land and, 
in fact, some authorities believe that the industry of the Chinese 
farmer has resulted in the utilization of all available land that 
could be made to afford eubsietence.(4) 
Through well developed transportation, storage, refriger-
ation and marketing facilities, the American farmer is assured of a 
nation-wide market for his products, whereas in China only local mar-
kets exist for the more perishable products and prohibitive coste of 
transportation limit the market for other types of farm produce. In 
addition to the foregoing advantages, the American farmer is aided in 
countless ways by government and university research departments which 
enable him to improve his farming methods and types of seeds, and also 
to control insect peste and plant diseases . 
In the face of lack of authoritative statistics on the extent 
of cultivated land, population, crop production, etc., it is difficult 
to estimate exactly how much benefit China would derive from improved 
transportation and farming methods. At_ any rate, conditions would be 
bettered somewhat. Por the same reason, it is difficult to estimate 
the extent to which redistribution of population could be carried out. 
Opinions on this subject differ widely, but many well-informed writers 
consider that redistribution would be of small value. The northwest 
and north were considered to be about the only parts with any pic-
(4) J. B. Condliffe, China To-Day: Economic, (Bos~on, 1932) 
P• 19 
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neering possibilities, and most of these sections are. now occupied 
by the Japanese. Dr. George Cressey states that some expansion of 
crop land may be possible through the drainage of swamps and the 
irrigation of new lands, and als,o that commercial fertilizers and 
mechanical or animal power on the farm would assist, but might not 
be financially feasible.(5) The development of industry, of course, 
will take some of the country population from the farms, but the per-
centage will in all likelihood be so small that it will make very little 
difference·. 
China's "Four Agricultural Belts." 
China might be divided theoretically into four agricultural 
belts. Starting with the northern area we have the region which is 
designated by Mr. C. C. Chang in the China Year Book, 1936-37, as 
the 0 epring wheat region." This is the only area in which no winter 
crops can be grovm because of the low t emperature. The principal pro-
ducts are kaoling, soy beans, millet, corn, live stock and wool. The 
second region, to the south, is the 11 winter wheat region," which pro-
duces wheat, barley, kaoling, millet, corn, cotton, tobacco, peanuts, 
beans, and sweet potatoes. Cattle and donkeys are used somewhat as 
work animals in this region. Proceeding southward, we have the "wheat 
and rice" region. In this section we find fewer donkeys, horses and 
sheep and more chickens and hogs. The chief crops are rice in summer, 
wheat in winter, and if irrigation is difficult, beans, kaoling, sweet 
(5) George Babcock Cressey, China's ·Jeographic Foundations, 
(New York, 1934) P• 104 
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potatoe·s, and cotton are grown. The southernmost region is the 
11 rice region" and two crops of rice are grown by interplanting or 
double-cropping. Some cotton is produced in the northern part of 
this region, and sugar in the south. n/here draft animals are used, 
water buffaloes and yellow cattle predominate. There are also .many 
hogs, chickens and ducks. Citrus fruits are grown in this region. 
Apuroximately 46;b of the farms are owned, 25~ are on the tenant-
orJner plan, and 29% are rented. Rents are paid in cash, crop and 
share paj~ents . The labor on these farms is done mostly by the family 
and very low wages are paid to hired farm workers.(6) 
Efforts to Improve the Condition of the Farmer. 
In 1924 the National Association of the Mass Education ove-
ment was formed under the direction of Dr. Yen, originator of the one-
thousand-character method for teaching simplified reading. This Move-
ment is also trying to help the farmer solve his problems. ~xperiments 
have been made to determine the best methods of applying under practical 
conditions those projects which will raise the general standard of 
living quickly and effectively. 
A field laboratory, Ting Hsien, a county in the Province of 
Hopeh, has been the scene of experiments in improving the condition of 
the farmer. The hsien contained 10,445 families, in 62 villages. Ninety 
pe .. ·cent of the population over t welve years of age were illiterate. 
This percentage was reduced to sixty-eight percent in a three-year 
(6) China Year Book, 19)6-37, (Shanghai) pp. 1248-1252. 
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period. After the establishment of schools, improved farm methods 
are introducedt and the demonstration farmers are chosen f.rom the 
more progressive . The demonstration farmer is given improved seed 
and improved breeding stock; he goes to the station for information 
and instruction; and the results of his work are used to convince the 
more conservative that the modern methods are superior. Under these 
methods, crop production has gained, productivity of hens has in-
creased, pork production has been improved and increased.(7) 
The Co-operative r~ovement in China. 
The co-operative movement is developing fairly rapidly in 
China . Leaders in this movement have been Tai-Chi-tao, educator and 
economist, who drafted the articles for law on producers' co-opera-
tives in 1921; Shu Chang-hsui, journalist and student of economics; 
and Hsueh Hsien-Chow. 
t~r. Hsueh \'las responsible for the formation of the Shanghai 
People 1 s Savings Bank and the Chmgtu Farmers 1 and Workers 1 Co-opera-
tive Savings Society .(8) The China I nternational Famine Relief 
Commisdon, established in 1921, also organized many societies in 
North China . The first consumers• society was formed by the Peking 
National University in 1922. Until 1928, the development of such 
societies was slow, but since this time the Kuomintang has become 
interested and is promoting their organization. New co-operative 
lane were passed in 1935, at the end of which year there were 26,364 
(7) 
(8) 
Harold Archer Van Darn, Twenty Years of the Chinese Republic, 
(Ne w York, 1935) pp.)06-7-8 
China Year Book, 1936-37, (Shanghai ) p. 1275 
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co-oper fl tive societies of different types in China. The various 
classes of societies in order of importance are: credit, producers', 
utility, consumers', purchasing, transport, insurance, and depositary 
s ocieties. Approximately 60% are credit societies mostly located in 
rura l areas and enabling farmers to obtain wants at low cost s.nd sell 
produce at a profit. Membership in these societies at the end of 
1935 totalled 1,0)4,061. Co-operation is being largely depended upon 
to aid the gigantic task of modernizing an old-agricultural civili-
zation and these co-operatives, under efficient direction, are bec oming 
centers of civil activities in the various communities, their sphere of 
interest growing far beyond strictly co-operative functions. (9) 
Most Recent Developments of the Co-operative Movement. 
The Agricultural Credit Admini stration in 1938 established 
seventy-five rural credit co-operatives in the southwest, subscribing 
capital to the extent of $7,000,000. Forty-nine granar ies with a 
storage capacity for 100,000,000 piculs of farm products have also been 
constructed (1 picul = 133 pounds) , $8,700, 000 ha s been invested in 
farm irrigation projects covering approximatel;<,r 400,000 acres of farm-
land, and :I.P l,lOO,OOO worth of raw cotton, cotton yarn, cotton cloth 
and foodstuffs has been purchased to meet needs in the interior. The 
National Government is doubling its efforts toward rural economic 
dev elopment through specially created administrations, and the prov-
incial governments are aiding by bringing science into the provinces 
(9) Ibid., PP• 1289-91 
by establishing rural welfare centers and agricultural experiment 
stations, doing everything pos s ible to ease the flow of money, ex-
t ·ending co-opere.tive movements and bettering tr'a.nsportati on condit ions 
in rura l communities.(lO) 
Geological Surveys and Estimates 
of China's Mineral Resources. 
China's mineral resources are not great and in this respect 
she ranks as a minor nation. During the past thirty years systematic 
geological surveys have been made by the central and provincial govern-
ment s . In 1916, the National Geological Survey was formed at Peiping, 
and in addition to government surveys, many investigations have been 
made by private companies under concessions from the central and prov-
incial governments. 
Coal Reserves and Production. 
At the present time China's coal production is about 20,000,000 
tons per annum, a s compared with 440,000,000 tons i n the United States.(ll) 
·ith respect to other n~tinn~,the extent of coal reserves in China may 
be compared as follows: 
Coal Reserves of the World Millions of Metric Tons 
Unit~d States 3,8)8,657 
Canada 1,2)4,269 
China 996, 61? 
Siberia 17?,879 
Australia 165,572 
Japan 7,970 
United Kingdom 189,533 
Germany 148,217 
France 18,573 
All others 624z270 
World Total 7,397,553 ( 12) 
(10) 
(ll) 
(12) 
The New York Times, February 11, 1940 
The Christian Science ~~ oni tor, November 27, 1939 
George Babcock Cressey, China's Ge ogranhic Foundations, 
(New York, 1957) p. 110 
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China proper ranks third e.mong the nations of the world 
in coal reserves. The distribution of these reserves throughout 
China is estimated as follows: 
Mill ion Tons .iill ion Tons 
Probable Reserves Anthracite Bituminous 
**Heilungkiang · 6 619 
**Kir in 2 986 
**Liaoning 187 1,649 
**Jehol 2 573 
*Chahar 17 387 
*Suiyuan 58 337 
*Shansi 36, 471 87,985 
*Hupei 981 2,008 
*Shantung 26 1,613 
Honan 4,630 1,994 
Shensi 750 71,200 
*Huneh 160 280 u . 60 287 Anhwei 
u·Kiangsi 204 765 
0 0hekiang 20 81 
*Kiang au 25 192 
Hunan 455 1,338 
Szechwan 64 9,810 
Yunnan 11 1,485 
Kweichow 774 1,485 OK . 150 775 wangsJ. 
0 50 150 Kwangtung 
uF\tkien 351 371 ( 13) 
** Manchuria 
* Japanese occupied u Japanese occupied in part 
It will be seen from th~ foregoing table that a large pro-
portion of the coal reserves are now held in. Japanese-occupied t er-
ritory. Almost 9~1o of China's coal reserves ar e in the Loess High-
lands along the valley of the Hwang Ho. There are probably but two 
other areas in the world with similar wealth of coal, these being the 
(13) China Year Book, 19?6-37, (Shanghai) P• 1)66 
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Appalachian region in the United States and the lower Rhine Valley 
in Europe. ( 14) Much of China 1 s coal lies in mountain regions far 
distant from water transportation, and the develo'pment of mining 
in these sections will necessitate an improved railway system. 
Oil and Gas. 
Small outputs ofoil or gas are being produced by simple 
methods in Shensi, Szechwan and Kansu, but surveys have failed to 
discover any oil regions warranting commercial development. This 
is a serious deficiency in the modern world where all machinery of 
industry and warfare depends on oil supplies. 
Iron deposits. 
Most of China 1 s large iron deposits are found in t he Yangtze 
Valley and in Liaoning Province, which is part of Manchuria. Most 
recent estimates place China's iron production at ap proximately 
1,)50,000 tons per annum, as compared to 24,9)2,000 for the United 
States.(l5) The mining industry depends so much on efficient trans-
portation that it is doubtful if much progress will be made along this 
line until railroads are better developed. One of the most severe 
problems of the Chinese iron industry is the lack of coking coal within · 
practical distance of iron ore de posits. From information gained from 
surveys, it appears that China is distinctly low in iron ore reserves, 
as compared with other nations of the world, and the greater part of 
the ores are low in iron and high in impurities. 
(14) 
(1:5) 
George Babcock Cressey, China's Geograuhic Foundations, 
(New York, 19)4) P• 113 
The Christian Science !Janitor, November 27, 199~ 
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·Copper 
China is also poor in copper. Deposits are found in the 
provinces of Yunna~, Szechwan, Kansu, Sinkiang, Fukien, Liaoning 
and Kirin, the chief ones being in Szechwan and Yunnaa. China pro-
duces only about 25 tons per year, 'ae against 6,000 tons conaumed.(l6) 
China ranks high as a producer of tin, large deposits being 
found in the provinces of Yunnan, Kwangsi, Hunan and Kwangtung. Most 
of the tin comes from Yunnan Province, but production ie handicapped 
by l ack of charcoal and water, restricting operations to the rainy 
season.(l7) 
Antimony 
China has practically a world monopoly of antimony, which is 
found in Honan, Kwangtung, Kwangsi and Yunnan, and supplying approx-
imately 8o% of total production. Hunan is the principal producer. 
This metal is used as a hardening agent for lead and in the manu-
facture of type metal and anti-friction metal. 
Tungsten 
Tungsten, in which China is also rich, is f ound in Kiangsi, 
Hunan and Kwangtung . This metal is used in manuf'acturing hi gh-speed 
tool steel and f'ilaments for electric lights.(18) 
(16) 
(17) 
(18) 
China Year Book, ~937-?7 (Shanghai) P• 1)70 
George Babcock Cressey, China 1 s Geographic Foundations, 
(New York, 199+) p. 12) 
Ibid., p. 124 
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Gold 
There are many gold deposita, but the important ones are 
in the far north near the Siberian border in Manchuria and Outer .~on-
golia or along the borders of Tibet.(l9). 
Other Mineral Resources. 
Lead and Zinc are found in Yunnan, Szechwan and Hunan, and 
smelting operations are carried on at Changsha.(20) Few deposita are 
large enough for modern operations.(21) Manganese is found in Hunan, 
Kwe.ngtung, Kwangsi, e.nd Liaoning, and mercury production centers in 
Kweichow, Hunan, Szechwan, Yunnan and Kwangsi.(22) 
Foresta and Reforestation. 
China's forests of approximately 229,800,000 acres of hard-
wood and coniferous trees are now located in inaccessible places. Be-
fore these forest resources can be utilized, transportation facilities 
will have to be greatly extended. Through the centuries, the forests 
along the waterways have been cut and no extensive reforestation has 
been attempted. ·This is considered one of the major causes of t}1e 
great floods, silting-up of rivera and eoil erosion. The Government 
of China is well aware of this condition and reforestation plans are 
part of its present program. Most timber now used in China· ieimported 
from the United States, Japan, Russia, Canada, and Korea.(2j). Among 
(19) 
(20) 
(21) 
(22) 
(23) 
Ibid., P• 125 
China Year Book, 19~6-)7, page 1)69 
George Babcock Creesby, China's Geographic Foundations, 
(New York, 19§4) p. 126 
China Year Book, 1976-37, p. 1'70 
Ibid., p. 1330 
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the kinds of trees found in China are bamboo, growing in the south 
and along the Yangtze, pine and other coniferous species now .found 
only on the·tops of mountains, about twenty species of oak, three 
species of chestnut, maple, elm, walnut and gum. The largest re-
maining forests are found in the far northeast and in the mountains 
of the southwest. The southeastern coast, particularly the Province 
of Fukien, is favorable to tree growth,(24) and some forests are 
still found in this area, but usually at too great a distance from 
waterways to be readily accessible. The following table gives some 
approximation of the extent of wooded areas in the various provinces 
' and also the extent of land which would be favorable to reforestation 
plans. 
Extent of Forest Area in China. 
Province 
*Heilungkiang 
*Kirin _ 
*Liaoning 
*Jehol 
*Chahar 
**Suiyuan 
Sinkiang 
Shensi 
*Hopei 
*Kiang au 
**Anhwei 
*Hupeh 
Hunan 
Chekiang 
**Kwangsi 
**Fukien 
Ratio of Forest to 
Total Land Area 
28.0 
27.0 
5.0 
1.0 
0.6 
0.8 
5.0 
16.0 
0.9 
2.6 
5.0 
1).0 
19.0 
8.0 
5.0 
18.0 
Area of bare land 
suitable for forestry. 
·(ratio to total) 
22.0 
22.0 
4).0 
48.0 
28.4 
)9.2 
24.0 
)4.0 
29.9 
17.4 
25.0 
27.0 
)1.0 
21.0 
)5.0 
)1.0 
(continued on page 49) 
George Babcock Cressey, China's Geographic Foundations, 
(New York; 1934) P• 346 
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Extent of Forest Area in China.(continued). 
Province 
Ratio of Forest to 
Total Land Area 
Area of bare land 
suitable f or forestry. 
(ratio to total) 
*Shantung 
Honan 
**Kiangsi 
Kansu 
Ninghsia 
Szechwan 
**Kwangtung 
Yunnan 
Kweichow 
Tibet 
Sinkiang 
Chinghai 
l'ongolia 
Average 
0.7 
0.6 
12.00 
6.0 
4.0 
)4.0 
10.0 
2).0 
9.0 
2.0 
2.0 
;.o 
f.£ 
* Occupied by Japan, (February 1940) 
**Partly occupied by Japan, (February 1940) 
Water Power 
29.; 
29.4 
27.0 
2).0 
26.0 
15.0 
;o.o 
27.0 
41.0 
37·0 
48.0 
47.0 
.22.!.Q 
)1.0 (25) 
China has done little toward the development of water power. 
The largest sources of this type of power are in the Yangtze Gorges 
and the Tibetan Borderland, ( 26) and these t v:o sections are still in 
Chinese control. ·It might be expected that the migration of people 
and industry into the interior where this potential water power is to 
be found would lead to great development of the interior sections. 
Industry in China. 
For thousands of years, China has been known for its handi-
draft industries, among the products being silks and porcelain. China 
(25) 
(26) 
China Year Book, 19;6-37, (Shanghai) PP• 1)28-29 
George Babcock Cressey, China's Geographic Foundations, 
(New York, 19)4) P• 115 
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has also contributed three important inventions to the world; namely, 
paper, gunpowder and the printing process. Looms were in use as 
early as the Tang Dynasty, more than ten centuries ago, but these 
were primitive affairs not at all like the modern precision machinery. 
Modern Industrial Develonment. 
Modern industrialism started quite late in China and out-
side a few large centers such as Shanghai, industry still ie on the 
borderline of handicraft and modern methods. Industrial development 
began about 1862 with the establishment of an ammunition factory by 
Li Hung-Chang . This was a result of the Taiping Rebellion, which 
showed the necessity for modern ammunition production. During the 
years from 1878 to 1894, manufacturing of commercial products was 
commenced, a woolen mill being built in Kaneu, silk filatures in 
Kwangtung and Shanghai, flour mille in Wuhan, iron foundries at Han-
yang and paper mille at Shanghai.(27) 
The era of foreign industrial development began with the 
Treaty of Shimonoseki, which gave foreign business firms the right to 
establish factories in the treaty ports. Up until 1911, foreign 
industry continued unhindered, but with the Revolution came a move-
ment to secure cancellation or repurchase of foreign concession rights. 
At this time, industry had developed rapidly, cotton spinning and 
weaving, silk reeling, woolen and flour mille flourishing most. Other 
prosperous industries were iron smelting, shipbuilding, cement manu-
facturing, tobacco, matches, paper, sugar refining , tea curing and 
(27) China Year Book, 1936-)7, (Shangh~ P• 1156 
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. _ porcela in manufacturing.(28) 
After the establishment of the Republic in 1911 and until 
1928, we have the most -prosperous period of industrial activity in 
China. Private enterprise flourishe d, as a decrease in foreign in-
dustrial imports caused by the World ':':ar encouraged the rise of modern 
in~1stry in China. There wa s an excess of exports over imports du ring 
this time . Since 1929, China has suffered from the general world de-
pression and also from Japanese invasion. 
Industria l Centers. 
The Yangtze Valley has been the center of industrialism, aud 
Shanghai the chief industrial city, having 1,229 factories located 
there out of a total of 2,700 in the whole of China.(29) The ten-
dency has been f or factories to be small in size, and this may be 
traced in all probability to the old Chinese crafts which were often 
carried on by a single family group. These small groups of craftsmen 
have adopted machine industry to a certain extent, such as purchasing 
a single piece of machinery to augment the hand-work of their craft.()O) 
Also, the risk is often distr i buted among a fe-:r groups of individuals, 
one group oh~ing the plant and another operating it. The r apid growth 
of these small plants has been slowed d01m since 1929.( 31) 
However, the impression should not be given that all fac-
tories in China are small and semi-modern. In the Yangtze Valley 
(28 ) 
(29) 
(;50) 
( )1) 
China Year Book, 19)6- ) 7, (Shangh~ p. ' ll57 
Ibid., P• 1158 
George Babcock Cressey, China's Geographic Foundations, 
. (New York, 19;4) P• 309 
China Year Book, 19)6-37, (Shanghai) P• 1160 
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practically every city of any size has an electric light plant, and 
all large ports or r a ilway terminals have mo dern factories.()2) 
Cotton spinning and weaving is the most important industry, employing 
200,146 workers in Shanghai alone. Some idea of the size of this 
industry may be gained from the following figures: 
Yarn Winding Bales of Cloth 
Mille Spindles SEindles Looms Yarn Produced Produced 
Chine se 92 2,742,754 143, o42 20, 926 1,616,809 9,039,987 
Foreign 44 lz988 2 292 291 2412 20z908 656 2 025 4 2425 2450 
Total 4,731,146 440,454 41,8)4 2,272,8)4 13,465 ,437 (33) 
Shanghai is nlso the center of the silk industry, but other 
important manufacturing cities are Wusi h, Hungchow and Huchow. The 
manufacture of silk is one of China's ancient industries and it was 
first exported in 1516. Modern silk f ilatures were established in 
1867. The first modern looms were introduced about 1908. 
Two striking f acts are shown from trade developments of the 
past few years . One is that China is producing the bulk of her domes-
t i c textile needs and in peacetime might become a serious competitor 
in this field with such exporters as Siam, Indo-China, the i,:alay States 
and I ndia.()4) The second is that China ie importing cereals in . 
increasing amounts . In 1913 cereals were 37'o of total imports and in 
1932 this figure had risen to 16%. This fact might seem surprising 
in view of the fact that China is 75fo agricultural , but on the other 
(32) 
( 33) 
(;54) 
.George Babcock Cressey, China's Geograuhic Foundations, 
(New York, 199i ) P• )09 
China Year Book, 1936-?7, (Shanghai) P• 1162 
George Babcock Cressey, · China 1 s Geographic Foundations, 
(New York , 19?4 ) P• 137 
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hand, it might also be explained by the ·lack of adequate trans-
portation and distribution facilities. 
-Removal of Industry to the Interior. 
Present war condi tiona in China have changed the picture 
presented by latest available statistics to a great degree. In ex-
pectation of the los s and destruction of coastal and eastern indus-
trial centers, the Chinese Government has endeavored to rehabilitate 
industry by the wholesale moving of factories and plants into the 
interior. In many cases it was possible to remove equipment away 
from the fighting areas. Szechwan w8.s the district chosen for this 
transplanted industrial development, and the Tokiang and Minkiang 
valleys were selected as a.n industrial belt for the first period of 
this development . Estimates have been made showing about 80% of 
approximately )50 removed factories with a total machinery of about 
150,000 tons have been located in the southwest, e.nd 155 of these have 
been established in the selected industrial belt. The govern.'!lent , 
through the Industrial and Mining Adjustment Adminictration of the 
Ministry of Economics, has given great technical assistance to the 
plants in dismantling a.nd r einstalling their machines and equ i pment 
and in arranging transportation, selecting new sites, and loaning 
millions of dollars to finance their removal.( 55) 
The National Resources Commission is also engaged in pro-
moting and es tablishing such key industries as iron, steel and 
machinery work, hydro-electric power plants, chemical factories and 
(.35) The New York Times, February 11, 1940 
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mining enterprises. The Executive Yuan directly supervises the 
work of the Industrial Co-operatives Commission which plans to es-
tablish )01 000 industrial co-operatives in the production of textiles, 
foodstuffs, chemicals, metal works, educational necessities, etc. 
Private Industry and the Reconstruction !i!:ovement. 
Many private industrie s are becoming interested in this 
r econstruction movement, among them being the 'lest China Development 
Corporation, capitalized at ~1,000,000; the West China Land Recl amation 
Co pany, capitalized at $5,000,000; the Ming Sung Industrial Company, 
capi talized at ~18,000,000; the Dah Hwa Industrial Corporation,capi-
ts.li ed at ;;p lO,OOO,OOO; and the Chinese industrialist Au-Boon-Haw 
of Singapore is pro oting a $50,0001 000 plan to exploit Yunr1an Prov-
inc e . ( 36) 
Labor Problems and Unions. 
As is the case with any nation which has become industrialized, 
evils and abuses spring up with its development. It is estimated that 
the silk filatures of Shanghai employ 58,900 women and girls and only 
5,000 men and boys. In 1925, statistics show that the Shanghai textile 
industry employed ),520 boys and 16,757 girls under twelve years of 
age.(37) 
Labor unions were encouraged by Kuomintang leaders and by 
1929 a total of 1,200 unions existed, with a membership of approx-
()6) Ibid. (37) 1. Ho & Hsien Ding Fong, Extent and Effect of Industrialization 
in China. Nankai University Committee 
on Social and Economic Research (Tientsin, 
1929) PP• 19, 29. 
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imately 2 1 0001 000. Their quick growth gave rise to many evils and 
after a number of unjustified strikes, the government had to step 
in and regulate union activities. A National Confederation of 
Industries was planned which the Government wished to join the 
National Chamber of Commerce already under Government control.(?8) 
Industrial Legislation. 
The National" Government has devised a factory law or· very 
advs.nced character containing provisions for the protection of the 
workers. Eight hours is established as a basic day, not to be ex-
ceeded in the employment of women or juveniles. Other clas~es of 
workers must be paid overtime for work in excess of the eight-hour 
day . Juvenile workers must be fourteen years of age. Factory coun-
cils of employers and employees, profit-sharing systems, proper 
sanitary arrangements and safety devices,and collective bargaining 
are all provided for .(?9) 
Education in China. 
Mo dern industrialization of any country necessitates modern 
education. China is keenly aware of the need of both quantity and 
quality of modern educational facilities and great strides have been 
made in this direction. For centuries, the scholar has been honored 
and respected, but his learning formerly was wholly in the Chinese 
Classics. With the coming of ''!estern ways , the necessity for edu-
cation in modern science became apparent and since the Revolution in 
(?8) 
(?9) 
Harold Archer Van Dorn, Twentv Years of the Chinese Republic, 
(Ne'N York, 19) 5 ) P• 302 
Ibid., p. 303 
-56-
1911 much has been done to advance scientific learning and modern 
education in China. 
Higher education was first organized by law in 1902 by a 
decree of the Imperial Government . Three Government universities 
existed prior to the Revolution: The Metropolitan University at 
Peking, Peiyang University at Tientsin, and the University of Shansi 
at Taiyuan. 
The Rapid Growth of Higher Education and the 
Uigration of Univer sities into the Interior. 
Some idee of the rapid growth of higher education in recent 
year s may be gained from the fact that in 1925 the total number of 
students in institutions of higher education numbered approximately 
20,000 and in 1934 this number had increased to about 41,000. (40) 
Since 1929, the Government has reorganized the system of universities 
and has eliminated colleges with poor standing and consolidated others 
that were duplicating work in the same areas, establishing universities 
and colleges in other places where they were more urgently needed • 
• ~uch stress is being laid on science and students are encouraged in 
every way to take scientific courses, even to the extent of limiting 
the number enrolled in arts courses to tlie number in science. The 
universities are still bad~y distributed, but since the Japanese in-
vasion, whole schools and universities have moved - teachers, students 
and equipment - into the interior, where they are carrying on under 
great hardships. 
(4o) China Year Book, 19)6-37, (Shanghai) P• 457 
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Adult Education 
A great effort is being made by the National Government 
to spread elementary education .and many adult schools are also being 
organized for citizens between the ages of sixteen and fifty years. 
Instruction is given in reading, vrri ting, citizenship, etc. China 
is still sadly lacking in educational facilities, however, and this 
is one of her great problems yet to be solved. 
Outstanding Differences in Chinese and 
Western Industrial Development Problems. 
China presents a problem which does not have a counterpart 
in 'estern civilization. It cannot be compared with the development 
of the United States, for instance. The general situation is basically 
not the same. The United States was practically virgin country colo-
nized by Europeans at a time when modern scientific and industrial 
methods were not discovered and invented. Western countries were the 
birthplace of modern science and invention and they mingled with social 
and psychological factors in a natural growth. ·In the Far East, how-
ever,a t otally different type of civilization had been evolved, and 
China 1s isolation \'las not broken down until the West had reached an 
advanced stage in .science and industrialization. This made it neces-
eary to superimpose the sum total of advanced 'llestern ideas on a 
civilization already old and conservative and completely different 
psychologically and socially. Not only that, China is not virgin 
country occupied by a comparatively small number of primitive tribes. 
It is a land teeming with people whose problems have roots reaching 
deep into past centuries. China also lacks the rich natural . resourcee 
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found in the United States, and besides this she has been the scene 
of devas.tating civil wars for many years, and is at present engaged 
in fighting a war of major proportions. 
The Importance of Transportation Facilities 
in the Development of Present-day China. 
The most important centers of Chinese industry on and near 
the coast., much of the agricultural area along the rivers, and the 
mineral deposits in the northeast are now in Japanese-occupied ter-
ritory. However, there still remains the interior, parts of which 
are rich in resources and are undeveloped. During past years, lack 
of communications and capital, and frequent civil wars have retarded 
development in these areas, but a united government is now turning 
its attention to these districts and development is being started. The 
war has had the important effect of uniting the people, both educated 
and uneducated, and has made them nationally conscious. The Nat ional 
Government has employed European and American experts to survey these 
interior provinces to draw 'up plans for the most efficient methods 
of development. In many cases, these plans are now being carried out, 
but lack of capital and communications form a great handicap, limiting 
the work except on a small scale. Transportation and modern communi-
cations occupy a prominent position in enabling the Government projects 
to be carried out, and without the necessary capital it is difficult 
to provide the main arteries through which the stream of supplies and 
commerce may flow. 
P A R T III. 
E X I S T I N G T R A N S P 0 R T A T I 0 N 
F A C I L I T I E S I N C H I N A. 
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F 0 R E W 0 R D. 
By 1932, China was beginning to show the effects of 
increasing modern industrialism and growing national unity. Japan 
had invaded ~~anchu.ria in the autumn of 1931, but the National Govern- · 
ment of the Kuomintang was growing stronger. By 1937, the Communist 
Party of China and the Kuomintang had -:ome to a truce and China pre-
sented a united front. Given a few years of peace and unity, the 
country undoubtedly would have made greater progress and built up a 
successful government r:md prosperous country . However, no sooner had 
unity been achieved, than the 11China incident11 started at Lukouchiao. 
The danger of invasion had been foreseen by China's leaders and General 
Chiang Kai-shek had been doing his utmost to prepare for such an event. 
Attention was given to the building up of a strong army and great quan-
tities of arms and munitions were imported or manufactured. Commu-
nications also were developed as rapidly as possible, railways and 
roads being built and air transportation being developed. 
Since 1937, Japan has occupied much of China's northern ter-
ritory and seacoast, and recognition mttst be given to this fact . when 
considering the present conditions of China's communications . All 
forms of' transportation along the seacoast are in a state of disorgan-
ization, particularly water transportation, and the railroads and 
highways in the war zones have been under heavy bombardment. All these 
conditions must be taken int o account v:hen discussing present trans-
portation facilities and plans f or future reconstruction. 
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CI-IAPTER 6. 
't/AT ER'iiAYS 
Seacoast and Inland Waterway Rights. 
China has long had difficulties over her seacoast and 
inland waterway rights. In the last century, ·under the Unequal 
Treaties first made in the 1840 1s, China ha s given extraordinary 
rights to foreign nations to trade along her coast and patrol and 
trade in her inland waterways • 
. !ore recently, the Inland Steam Ne.vigation Regulations of 
1898, confirmed by the Treaty Ru~es of 1902, provided that foreign 
vessels starting from a treaty port might call at any part of the 
interior which was recognized as a trading port and which was also 
visited by Chinese stea~boats.(l) This gave foreign traders the right 
to compete with Chinese not only in the designated Treaty Ports, but 
also to extend their scope far into the interior of China. This natu-
rally was met with hostility by the Chinese merchants and the question 
of inland water rights caused much controversy between foreign govern-
ments and the Chinese. Many unpleasant incidents have arisen in the 
interior through the trading and patrolling of Chinese interior water-
ways by foreign vessels. 
The Nationalist Government for several years before the out-
break of present Sino-Japanese hostilitieE h~~endeavored to have these 
Unequal Treaties revised or revoked. However, the Japanese Government 
now not only restricts for eign vessels from their interior· waterways, 
but also restricts coastal trade. It ia generally conceded that China 
(1) Sir Eric Teichman, Affairs of China, (London, 19)8) p • . 175 
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is quite within her rights in restricting navigation privileges in 
inland waterways, as few governments permit foreign vessels unres-
tricted trade and patrol of their inland waterways. 
Foreign Shipping Interests in Chinese Waters. 
British and Japanese interests have for many years operated 
most of the vessels plying along the China coast, and the British, 
Japanese, American and French navies maintain gunboats which patrol 
the coas~ and inland waterways of China.(2) These naval vessels are 
used for the protection of the interests of the nationals of the 
various governments. The foreign governments considered such naval 
patrol necessary because of the constant unrest and civil wars raging 
throughout China and the outbreaks of hostility toward foreigners which 
occurred from time to time. As China achieved a stronger government 
and a measure of national unity, the presence of naval vessels of for-
eign governments became increasingly unpleasant to the Chinese Govern-
ment, but before any negotiations had been completed, the Japanese had 
invaded the Yangtze Valley and fought their way up the Yangtze as far 
as Nanking . 
Closing of Yangtze Kiang by the Japanese. 
The Japanese have not waited to make negotiations with for-
eign governments in regard to trade and patrol of inland waterways, 
but immediately closed the river in August 19)7, when the Japanese 
invasion began. In recent months, when it became apparent that the 
(2) Ibid., P• 179 
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United States Ylould allo\'1 the Trade Treaty of 1911 with Japan to 
lapse, the Japanese have made vague promises to open the Yangtze 
to foreign shipping. In December 19)9 it was announced that four 
restrictions would be applied, as follows: 
1. To movement of munitions or suspicious cargoes. 
2. To movement of Chinese agents. 
?• Nonliability for foreign vessels in the event 
of fighting. In other words, the Japanese 
insist that foreign vessels using the Yangtze 
travel at their own risk. 
4. Continued use by the Japanese of docks which 
they are ~sing for military purposes, although 
the docks are mostly British owned.(?) 
It was stated that other restrictions might be forthcoming 
if the Japanese Government considered such action necessary. By the 
middle of February 1940, Tokyo, realizing that the opening of the 
Yangtze was not producing any marked difference in Treaty relations 
with the United States, announced that their promise of opening the 
river was not binding, and nothing further is expected to come of 
negotiations until after the Wang Ching-wei regime is well established 
at Nanking. ( 4) 
Losses to Chinese Shipping. 
Since August 1), 1937, Chinese~owned steamship companies 
have suffered huge losses, particularly near Shanghai. Many of their 
(?) The Christian Science Monitor, December 20, 19?9 
(4) The New York Times, February 18, 1940 
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vessels have been destroyed or damaged by war, and many others were 
used by the Chinese forces, being sunk in strategic points of the 
Yangtze Kiang for the purposes of blockade. Total losses amount to 
over 470 sterunships of more than one hundred tons. The steamships 
remaining after these losses have for the most part been sold to 
foreign-owned companies, as the coastal blockade by Japan has forced 
all Chinese-operated ste~ship companies to stop operations. The 
following table gives a summary of losses sustained by Chinese steam-
ship compa.niee, the value of which is estimated at over 70,000,000 
Chinese yen: 
LOSS OF STEA.i\iSHIPS 
Name of Line Number of Vessels Total Tonnage 
China Merchants Steam 
Navigation Company, Limited )2 71,921 
San Pek Steam Navigation Company) 
) 
Hoang On Steamship Company ) 
) 52 67,850 
Ningpo Shaohsing Steam ) 
Navigation Company ) 
Chunghsing Steamship Company 7 21,171 
Hwahsing Steamship Company 4 16,781 
Meisung Steamship Company ) 16,051 
Tsungwei Steamship Company lj. 12, 0)4 
Hwasun Steamship Company 4 11,898 
Shawshing Steam Navigation Company 7 9~843 
Ninghsa Steam Navigation Company ) 8,174 
Dahlu Steam Navigation Company 4 8,031 
(continued on page 64) 
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LOSS OF STEAMSHIPS (continued) 
Name of Line Number of Vessels 
Dahda Steam Navigation Company 
Mingsung Industrial Company 
Tients in Steam Navigation Company 
Total 
Lo ss of Sailing Privileges. 
10 
45 
_!.2 
)52 
Total 'ronnage 
6,8)9 
19,121 
8,619 
541,128 
The privilege of navigating in occupied territory is com-
pletely controlled by the Japanese Government. Any ships remaining 
after war losses and sale by the Chinese companies have been taken 
over by the Japanese. Japan has also added to the difficulties of 
foreign-owned shipping along the seacoast. As Great Britain has the 
greatest interest in the shipping business, British Companies have 
been the chief sufferers . Japan has kept the Yangtze closed under 
pretext of military necessity and danger from mines, and during the 
period that foreign shipping has been forbidden in this territory 
Japan has achieved a virtual monopoly of business. Along the coast, 
foreign shipping has been subject to many unwarranted delays and ·in-
(5) 
conveniences, in the apparent hope that traffic will turn to Japanese 
boats in order to avoid such del ays'. (6) 
Organization of New Shipping Firms. 
In recent months; no less than ten new steamship companies 
' have been established for navigation on the lower Yangtze and a long 
(5) Nang Yen, Economic Criticism of China 
Article on Chinese Transportation since August 13th, 
1937 (Shanghai) p. 49 
(6) Frank Oliver, Special Undeclared :Var, (London, 1939) p. 285 
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the coast. This rapid growth of new shipping companies is no doubt 
due to the enforced break-up of Chinese-owned companies and the s ale 
of their vessels. Among these new companies, British owned ran.]{ 
first, Germany and Italy second, and the United States and Portugal 
third. Practically all the vessels put into operation by these com-
panies formerly were the property of Chinese companies. A few of 
the boats were rented, but the majority were purchased. Under the 
Chinese Government, foreign vessels could call only at treaty ports. 
At the present time, all ports are open to foreign vessels, but 
various hindrances are encountered, as mentioned above. Besides this, 
there are no restrictions now on freight and passenger rates, and 
volume of travel has suffered from greatly increased rates. The fol-
lowing tabl e gives the vessels now in operation along the coast: 
Vessels in operation along the 
Ningpo, \'iunchow, Haimen sea-
coast. 
l. Undel 
2. New Peiping 
). Railung 
Lt • Singsiantai 
5. Mofu 
6. Haifu 
7· Maideh 
8. Dehping 
9· Meifa 
10. Taisan 
11. Hanah 
12. Tangsai 
1). Tangpei 
14. Paoli 
15. Fekang 
16. Yungtai 
17. Fadeh 
18. Sing sun 
Vessels in operation along the 
Fuchow, Shingfa, Lunc;chow dis-
trict of the ' Fukien coast. 
1. Sungfu 
2. Kangli 
). Nikwangsun 
Lt • Singhungwha 
5. Hwachang 
6. Kung sung 
7· Yungdah 
8. Tanglu 
9· Tahmo 
10. Paodah 
(7) 
(7) Nang Yen, Economic Critic i sm of China, 
Article on Chinese TransPortation since August l)th, 
19)7 (Shanghai) p. 50 
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Changes in Navigation Business Caused by .'lar. 
The war in China has changed the picture of the navigation 
business greatly. On account of J apan's closing of navigation on the 
Yangtze, the tonnage of British vessels has decrea sed from a total of 
1,128,0:)7 tons in August 19)8 t o 71),408 t ons in February 19)9, a 
total decrease of 414,629 tons. On the other hand , Jnpanese shipping 
has taken first place, total tonnage having increased to 8)2,149 tons.(8) 
Besides monopolizing the shipping along the North China seacoast and 
the lower Yangtze, Japan also operates lines from Shanghai to Hongkong 
and Amoy a long the South China coast . Several foreign shipping interests, 
notably the British and American, have tried to remedy this situation, 
but without success. 
Development of Inland Shipping, and Dredging of Waterways. 
Since the seacoast shipping has been lost to the Chinese, 
the government has turned its attention to the development of the 
in~erior water ways. The Yangtze f-iang , Si Kiang and Siang K·iang are 
the tlrree largest rivers of the Southwestern Provi nces, and provide 
the main arteries of inland water tran::.portation. · Other compara-
tively large rlvers are: Pei Kiang, Tung Kiang, Han Kiang in Kwang-
tung Provine~; Kwei Kiang, Liu Kiang, Tze Sui in Hunan Province; 
Yu Kiang , Yung Kia.n g , in Kweichow Province, Kal ing Kiang, Pei Kiang , 
Eing Kianz , Tao Kiang , Clm Kiang , Tatu Ho in Szechy;an Province; Yuen 
Kiang , Sal ween, .'!akon?.; , Paping Kiang in Yunnan Province. The river 
ports which accommodate steamships ar e as f ollows: Sansui, Wheiyang, 
( 8 ) Ibid., p. 51 
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·;luchow, Lungchow, l'Jannine , Kweiping , Changsha , Loc how, Iyang, 
Sauyang, Changta, Hungchmv, Chungking, Fanshen, Peilinr, , Lushen, 
Shifu, Cha~~ing, Kunming and Kunyang . ( 9) 
Until recently the waterways in the different provinces 
mentioned above were not navfgable at any great distance from the 
coa st and some of them could accommodate only shallow vessels. 
There were also few connections between the waterways. Now, however, 
these inland we.te:rvmys have been dredged, extended and connected to 
fo rm a network whlch can be used in conjunction with railroads and 
highways, and are now navigable by steamboats for much greater dis-
tances inland than they were formerly. The volume of river traffic 
has been greatly augmented by many barges and travel schedules have 
also been increased. 'l'he Chinese Government has also made loans to 
companies to st imulate the building of r:ooden ships in order to in-
crease tr ansportation facilities. In order to add safety to river 
ship~ing , the dangerohls navigation spots on the rivers have been 
marke d. The government ha.s done much to encourage co-operation among 
shipping interests and to increase the efficiency of water trans-
portation by elimination of unnecessary competition. Necessity has 
stim1tlated co-operation between the Government and the people and 
has brought about progress in inland shipping which otherwise might 
have taken many years to develop. 
(9) Ibid., P• 51 
CHAPI'ER ]. 
AVIATION 
China has been peculiarly adaptable to the development of 
aviation. Lack of railways and roads has been in a large part res-
ponsible for the speedy adoption of air travel. The huge area: of the 
country has also been a factor in air development, as the saving of 
time by this method of transportation has been an attractive feature. 
Military Aviation. 
The development of aviation first started with the Govern-
ment, which started a military flying school near Peiping in 191;, 
with Caudron planes from France.(l) After the World War, China started 
developing military aviation with the purchase of planes from Britain 
and employed British flyers as advisers. This effort was not very- suc-
cessful, as in the civil wars of that period the planes disappeared in 
the hands of various factions. 
After the formation of the Nationalist Government several 
years later at Nanking, China again turned her attention to military 
aviation and with the assistance of the United States and Germany the 
China Ne.tional Aviation and the Eurasia Company were formed to develop 
commercial airlines under Chinese Government control. 
The Chinese Government early acknowledged the importance of 
aviation and endeavored to build up competent fighting forces. For 
several years American planes and instructors were used in the training 
(1) Sir Eric Teichnan, Affairs of China, (London, 19;8) P• 261 
of pilots and air force personnel. By 19)4, however, the Americana · 
were largely displaced by the Italians and their Fiat planes were 
used for tra.in:i,ng. !.Vith the outbreak of the Japanese war in 19)7, 
Russia became the chief source of airplanes because they could be 
flown safely to China across Mongolia or Turkestan. (2) News has 
recently come from the interior of Free China of a new to\vn es-
tablished and named Pawleyville after William D. Pawley of New York, 
President of Intercontinent Aviation, and pioneer in manufacturing 
war planes in China. This to\vn is given over to plane production and 
is completely modern. Naturally the output of this~ new centre is a 
closely guarded military secret. The Intercontinent company has about 
$2,000,000 worth of ~ quipment and employs 2,000 Chinese craftsmen and 
fifteen American technical experts. The company was formerly l ocated 
in Hankow.()) . 
Commercial Aviation 
The China Nat ional Aviation Corporation was formed in 1929 
by a contract made with the American Curtiss Aviation Company(4). The · 
Chinese Government held 55 per cent of the shares and the American 
interests 45 pe~ cent. Planes and pilots were provided by the American 
company and the Chinese provided airdromes, ground staff, and Chinese 
co-pilota.(5) Amphibian plane~ were . ueed and followed the Yangtze 
between Shanghai, Nanking, Hankow and Chungking . The trip up the river 
took two days, in comparison: with two weeks by river steamer .(6) 
(2) Ibid., P• 264 
()) The Christian Science Monitor, February 15, 1940. (4) Sir Eric Teichman, Affairs of China, (London, 19?8)_ P• 262 
(5) Frank Oliver, Special Undeclared '/ar., (London, 1939) :P• 8; 
(6) Sir Eric Teichman, Affairepf China, (London, 19?8) P• 262 
A total of 3001 000 miles was covered in the year 1930.(7) Following 
the establishment of the Yangtze route, flying schedules were also 
inaugurated between Shanghai and Canton, and Shanghai and Peking, 
while the Yangtze route was extended to Chengtu and Yunnanfu. 
In 1930, China formed a joint company with .the German Luft-
hansa interests and the Eurasia Corporation came into existence. Jun-
kers planes were used. It was the original intention of the Eurasia 
Corporation to establish air service linking China with Europe by way 
of Mongolia, Siberia o.r Turkestan. They wer~ unable to arrange satis-
factory terms with the Outer Mongols and Russians and an alternative 
route was planned via Turkestan. This also met with political oppoei-
tion and European connections were abandoned for the time. In 19)6, 
these t wo companies, using modern up-to-date planes flew almost 
2,000,000 miles, carried more than 16,000 passengers and 1001 000 kilo-
grams of mail.(8) 
The obvious advantage of these services in the matter of 
time saving may be seen from the fact that from Shanghai to Chung-
king take·s ten days by steamer and in 1936 a Douglas plane covered 
the same distance in seven hours. From Peiping to Sh~hai takes 
practically fifty-five hours by train and this distance of 750 miles 
is covered by planes which leave Shanghai about 7 a.m., arriving in 
Peiping before lunch and returning to Shanghai the same afternoon. 
The distance of 1600 miles from Canton to Peiping is covered in a 
"f7) Frank Oliver, Special Undeclared War, (London, 19;19) P• 83 
(8) Ibid., P• 83 
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day and a half by plane, whereas by sea it takes ten days and by 
rail over four days. 
Effects of \'Jar on Commercial Aviation. 
At the present time, much the same situation exists in 
the aviation field as in other forms of transportation. Since August 
1.9)7, the 01iiha· ~Jational Aviation Corporation and the Eurasia Cor-
poration have abandoned their services along the seacoast and have 
transferred operations mainly to the 'Southwestern Provinces. The 
recent development of air transportation in .these provinces has been 
very r apid, since all that is needed is the construction of airports 
and planes. In addition to the above-mentioned companies/ the South-
western Aviation Corporation also operates in this section of the 
·' 
country. Service is now in operation as follows: 
Company. Service. Kilometres. 
China National 
Aviation Corporation From Hank ow to Clrungking 827 
" " 
Chengtu " Clrungking 290 
" 
II Clrungking n Kunming 788 
Eurasia Corporation 
" 
Sian " Hongkong 1800 
" 
II Sian 
" 
Chengtu 600 
11 n Chengtu II Kunm.ing 700 
" " 
Kunming 
" 
Hongkong 1200 
Southwestern Aviation 
Corporation Kwang Ho South Line· 749 
" 
Kwang Ho 'lest Line 900 
II Kwang Ching Line 405 
• K~ang Ling Line 551 (10) 
(10) Nang Yen, Economic Criticism of China, Article on Chinese Trans-
portation since Aub~st l)th, 19)7,(Shanghai, 19?9) p.52 
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International air lines are in operation between China 
and Soviet Russia, China and British possessions, China and French 
Indo-China, China and the Dutch East Indie.s. 
The line between China and Soviet Russia began operations 
on December 5th, 19?9· The di'stance from Chungking to Moscow, now 
takes only_ four days to cover by the 11 Clungking Clipper." Leaving 
from Chungking, one arrives on the second day at Rami, where a change 
is made to planes of the Sino-Russian Aviation Company. Arriving at 
Alma-Ata in Russian territory, one changes again to the Moscow plane, 
arriving there after only four days of flying. The section from Chung-
king to Rami is under the control of the Chinese Ministry of Communica-
tiona and the fare is 1,650 Chinese Yen. Fr om Hami to Alma-Ata, capi-
~1 of Kazakhstan (close to Russia's eastern border), the fare is $8).00 
gold, and this section is operated by the Sino-Russian Avi ation Company. 
The section from Alma-Ata is under Russian control. Plane connections 
between Chungking and Moscow were made possible by the newly-opened 
line from Hami to Alma-Ata, the sections from Chungking to Rami and 
Alma-Ata to Moscow having been in operation previous to December 19)9.(11) 
On the first stage of this line, planes pass through Urumchi, capital 
of Sinkiang, and four flights are made monthly in each direction.(l2) 
In January 19?9, an airline from Chungking through Kunming to 
Rangoon .was projected, and on October )Oth, 19?9, th~s line commenced 
operations. At Rangoon, connections are made with the Imperial Airways 
for London. Connections w~th Imperial Air\'lays may also be made at 
{11) Ibid~, p. 52 
(12) Frank Oliver, SpeeialUndeclared War, (London, 19?9) P• 8) 
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Hongkong. Planes are comfortable and modern, accidents very few, 
s.nd this s_ervice brings the capital of China within a few days 1 
flying distance of Europe. China is also linked by air with New 
York, it being a trip of less than ten days by the Pan-American 
Clipper Ships. (1?) 
Hongkong has developed within the last few years to be the 
main airport of the Far East. The China Clipper from the United States 
lands here, and the British and French lines also maintain airports at 
Hongkong. The Dutch Air Lines a~so land at Hongkong, but do not main-
tain their own airport.(l4) 
Recent Developments in Far Eastern Aviation. 
Three Japanese supported regimes - the Peiping Provisional 
Government, the Nanking Government, and the Federated Autonomy Govern-
ment of Mongolia - have recently approved the charter for the China 
Airways Company, a semi-official fir-m which is designed to monopolize 
aviation in Japanese-occupied territory. The company is capitalized 
at 50,000,000 yen ( $12,000,000) and will operate planes between Shang-
hai and Canton, Dairen, Tsingtao and Keifeng, and also betweeri Peiping 
and Hankow, Hangchow and Nanking, and other lines. Existing lines 
between Shanghai and Peiping, Shanghai and Hankow, Peiping and Dairen 
and Peiping and Paotow will also be operated by this compaey.(l5) 
Japan has also initiated a new air service from Tokyo to 
Bankok, Siam, which connects with European planes. Japan will soon . 
(1.4) 
(15) 
Nang Yen, Economic Criticism of China, Article on Chinese Trans-
portation since August l)th, 1937 (Shanghai, 1939) P• 53 
The Christian Science Monitor, January 11, 1940 
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operate a line from Shanghai to Canton which is only a short distance 
from Hongkong. These planes will have to fly over some coastal parte 
which are still occupied by the Chinese and at various points will 
cross the lines operated by the Chinese. These lines are expected to 
be under a form of military control as was the case in Manchuria after 
1931. ( 16) 
·(16). Ibid. 
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CHAPTER 8. 
HI GH'flAYS 
China's first president, Dr. Sun Yat-Sen, had many plans 
for the development of China, particularly in regard to communications. 
He recognized the great need of China in this respect and made plans 
for 100,000 miles of railways and 1,000,000 miles of" highways, and the 
extension and dredging of canals and harbors. A system for the die-
tribution of electricity and power and the establishment of telephone 
communications was also drawn up. Since Dr. Sun's death, the Republic 
of China has tried to carry out his plans, and although the work pro-
ceede very slowly, much progress has already been made. 
At the end of 19)7, approximately 100,000 kilometres of high-
ways were open to motor traf"fic, 16,000 were being constructed and an 
additional 50,000 were planned. By 1936 it was possible to travel by 
automobile between Nanking and Yunnanfu, about 2000 miles apart. All 
provinces in the Yangtze Valley were connected as far as Yunnanfu.(l7) 
Recent Highway Construction. 
Since August 19)7, highway construction has been very rapid 
in the South\vestern and Northwestern Provinces. Before the war, these 
sect~ons contained about 27,000 kilometres of highways, or approximately 
one-fourth of the nation 1 s total highwaye.(l8) The destruction of the 
main railroads in the war and the urgent need for military transportation 
has been a sharp stimulus to highway construction, as it is possible 
{17) 
(18) 
Frank Oliver, Snecial Undeclared War, (London, 19)9) 
Sun Pau, January 16, 1939 
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to build and operate highways much more quickly than railways. If.ain 
and subsidiary highways already built are as follows: 
Name of Highway To 
1. Hupeh-~owloon \Vue hang Kowloon 
2. Kiangsi-Yunnan Nanchang Kunming 
). Szechwan-Kwangsi Chengtu Nanning 
4. Kwangsi-Pukien Nanning Changchow 
5. Hunan-Kwangsi Hengchow Nanning 
6. Szechwan-Hunan Kikiang Yuanning 
7. Szechwan-Yunnan Chengtu Tsungyeh 
8. Kwangtung-Kiangsi Siukwan Nanchang 
9. Hunan-Hupeh Cha.ngtai Sasze 
10. Kwangsi-Yunnan N an."ling l<unming 
11. Szechwan-Hupeh Changyan Yungtze 
12. Shensi-Sikang Hangtsung Kanting 
Length 
(Km: :·) Remarks: 
1,)25 Connects Hupeh, 
Hunan, K wang-
tung. Runs paral-
lel to Canton-
Hankow and Kwang-
tung-Kowloon 
railroads. 
2,100 Connects -Kiangsi, 
Hunan, Yunnan 
and Kweichow. 
2,000 Connects Szechwan 
Kweichow, Kwangsi 
1,800 Kwangsi, Kwang-
tung, Fukien 
1,200 Connects Hunan 
and Kwangsi 
890 Connects Szechwan 
Yunnan and also 
connects with the 
Szechwan-Kwangsi 
and Kiangsi-Yunnan 
highways. 
800 Coru1ects Szechwan 
and Yunnan 
600 Connects Kwangtung 
and Kiangsi 
)50 Connects Hunan 
and Hu-peh 
750 Connects Kwangsi 
and Yunnan 
850 Connects Szechwan 
and Hupeh · 
785 Connects Szechwan 
and Sikang 
(continued on page 77) 
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(continued from page 76) 
Name of Highway From To 
1). Yunnan-Burma Kuruning Mujeh 
14. Kwangsi - French 
Indo-China Nanning Holai 
1~. Kaneu-Sinkiang Nanchow Difa 
Length 
.lKmtJ Remarks: 
1,140 Connects Yunnan 
to Burma (Inter-
nat1ona1 Road) 
250 Connects Kwangsi 
to French Indo-
China. (Inter-
national Road) 
2,)10 Connects Kansu 
L..O Sinkiang from 
Difa to Yeeli 
\'fhere there is 
aiready a highway 
into Soviet Rues1a. 
Source: Nang Yen, Economic Criticism of China, Art.lc!e on 
Chinese Transportation since August 1~~7, 
(Shanghai, lY~9) pages 42 and 4). 
The construction and operation of this system of highways 
in such a short period of time was a remarkable feat, but unfortunately 
some of the main arteries are now cut by the war zone. Certain roads 
connecting Hupeh and Kiangei, Fukien, Kwangtung and Kwangsi, have had 
to discontinue operations. Operations have been interrupted by fighting 
on the Hupeh-Kow1oon, Szechwan-Hupeh, Kiangsi-Yunnan, Kwangtung-Kiangsi, 
Kwangsi-French Indo-China highways. However, two most important routes 
remain open which were extremely difficult to construct. They are as 
follows: (19) 
Yunnan-Burma Highway 
Among the newly constructed highways, the Yunnan-Burma Road 
ranks first in difficulty of construction. Favorable comment on the 
(19) Nang Yen, Economic Criticism of China, Article on Trans-
portation in China since August 1937, (Shanghai, 1939) 
p. 4) 
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remarkable engineering work done on this highway has been made in 
the press of many foreign countries, as well as the Chinese press. 
furing peace time, such a highway would be difficult to complete, but 
even with the handicap of war this road has been completed and put into 
service. 
Upper Burma has been under British control since 1886, and 
the problem of developing communications between Yunnan and Burma has 
always been of great interest to the British. Since 1886, more than 
a hundred British transportation experts have investigated transpor-
tation problems in this area, making reports to the British Government 
covering railway constructions. The suggested routes, however, were 
to pass from Tali to Tungua, around 250 kilometres, and were to erose 
the Salween and Mekong Rivers and also traverse the high mountains 
between these two river valleys. The extremely swift current of the 
two rivers and the great height of the mountains made engineering 
construction so difficult that suggestions were laid aside and no work 
was undertaken on this problem. The Chinese have now completed a motor 
highway along this route and plan to build a railroad rurming parallel. 
The British have also commenced operations on the Burma-Yunnan Railroad 
and it is estimated that completion will be in two years.(20) The new 
highway passes through seven hundred and fifty miles of tremendous 
mountains, crosses beautiful gorges and winds through a wealthy but 
undeveloped section. At Lashio, two branches have been constructed, 
one to Bemoh and one to Lamoh. The former branch connects with water 
transportation on ... he Irrawaddy River, and the latter connects with 
(20) The New York Times, February 18, 1940 
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the i nland terminus of the Burma rs_ilroad. From these two points 
of connection, both the river and the railroad lead to Rangoon, 
the capital of Burma.(2l) 
The road was opened in very rough condition, having been 
constructed in the first nine months of' 1938 with the aid of' 150,000 
labor conscripts. First shipmen'W of' freight were attempted in the 
spring of 1939, but regular traffic did not get started until the 
autumn because of the &~er rainy season. Part of the $25,000,000 
credit to the Chinese Government from the American Export-Import Bank 
has been used to purchase 8,000 American motor trucks for this high-
way. The management of traffic on this road is directed by Mr. J. L. 
Keeshin of Chicago, of the Transcontinente_l Freight Lines, Inc. Land-
elides are still a danger to transportation and many bridges are only 
temporary. There are no gasoline stations and very few repair garages. 
After freight arrives at Kunming from Burma, it still must travel 730 
miles to Chungking, also over mountainous roads. A round trip from 
the Yangtze to Burma takes at least one month in good weather, and 
because of lack of domestic gasoline supplies, trucks are obliged to 
carry sufficient gas for the return trip, which limits their freight 
capacity.(22) 
The Szechwan-5hensi and Sian-Lanchow Roads. 
Since Tientsin, .Shanghai, Soochow, Wuchan, and Hankow are 
now occupied by Japan, it will be seen that the Peiping-Hankow Railway 
connecting the North and South of China, and the Lung-Hai Ralroad 
(21) Nang Yen, Economic Criticism of China, Article on Chinese 
Transportation since August 13th, 1937 
(Shanghai, 1939) P• 4) 
(22) Haldore Hanson \i Humane Endeayour; (New York, 1939) P• 338 
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connecting the East and West are no longer accessible to the Chinese. 
Thus the North is separated from the South of China and the East from 
the · r~e st. The Chinese Government has attempted to remedy this situation 
by building highways to replace these railways. The moat important 
highway built is the Szechwan-Shensi which connects Ohengtu with Paoki 
and Paoki with Sian. At Sian this highway connects with the road to 
Lanchow. Since the war .has cut railroad communications, this road has 
assumed great importance e.s an international communication line. It 
now extends from Lanchow to Singaingsha, and westward it passes through 
Rami, Difa and Tateun in Sinkiang Province. From Tatsun it goes 
directly "to Russian territory to connect with Russian rail roads at 
Sergiopol Station and also connects with the Siberian-Russian highway. 
The distance from Chungking to Russian territory by this road is 4,500 
~ilometres. Not only has this highway been completed between China 
and Russia, bUt several hundred thousand laborers are now employed on 
the construction of a railroad connecting these two countries.(2)) 
This new Sino-Russian highway also has no gasoline stations and few 
repair garages. The Russians were running a fleet of several thousand 
three-ton trucks over this route in the first half of 19)8, but cquld 
deliver only about 1,000 tone of freight per month. The return trip 
on this highway requires at least thirty-four daya.(24) 
(2)) Nang Yen, Economic Criticism of C~ina, Article on Chinese Trans-
portation since August l)th, 19)7, (Shanghai, 19)9) P• 44 
(24) Haldore Han~on, Humane Endeavour, (New York, 1939) P• ))8 
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CHAPTER 2· 
RAILROADS 
Before considering the railroads of China at the present 
time, consideration should be given to the Manchurian railroads now 
under Japanese control, but which illustrate the manner in which the 
Japanese sphere in Manchuria was enlarged. Japanese authorities 
claimed special right to railway construction in Manchuria through 
a secret agreement between China and Japan. The Lytton Commission 
of Enquiry has since denied the existence of the secret Protocols 
to the Sino-Japanese Treaty of December 1905. (25) The Chinese 
Government has never admitted the validity of the Japanese claims, 
but Japan has succeeded on the basis of the secret Protocols in 
preventing British companies from railway construction. Not only 
was railway construction virtually monopolized, but the South Man-
churia Railway Com!Jany under Japanese management was further empowered 
to engage in accessory lines of business, such as mining, water trans-
portation, electrical enterprises, sale on commission of t he principal 
goode carried by the railways, warehousing and business relating to 
the land and buildings on the land attached to the railways.(26) Thus 
was Japan's sphere of influence established in Manchuria, which was 
later f'ollowed by her ac quisition of' Manchuria in 19;1. 
In China proper there were also spheres of interest and it 
cannot be denied that these have had a detrimental influence on the 
development of Chinese railroads. China's weakness forced her to 
(25) 
(26) 
Cheng Lin, 
Ibid., P• 
The Chinese Railways, Past and Present, (Shanghai, 
19;7) P• ;2 
;1 
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build railways at the desires of foreign powers or else not to 
build at all. She was not allowed to raise funds in the open market. 
The Nine-Power Treaty raised China's hopes in 1922, but later events 
proved that her troubles were far from over. 
Recent Events. 
Eight and a half years a go, fighting broke out at Fengtien 
on September loth, 1931, which finally resulted in the Japanese 
occupation of ~~nchuria. Two and a half years ago, fighting again 
broke out in Lukouchiao on July 7th, 1937, and the undeclared war 
commenced in Shanghai, August l)th, 19)7• The war is still going on 
after two and a half' years, and has reached no conclusion. If we 
seek for the fundamental reason for the war, we shall see that con-
flicting economic problems of the two countries are responsible for 
it, and that a satisfactory solution of these problems seems impos-
sible. 
Of these economic problems, it might be said that railway 
problems are the most important. The fighting at Fengtien which 
commenced in September 1931 arose over the completion of a Chinese 
railroadin the northeast which was alleged to infringe on the rights 
of the South Manchurian under Japanese management. The Lukouchiao 
fighting might be traced to the desires o~ Japan to gain access to 
the Shansi coal fields by the building of the Shihchiachwang-Tsangchow 
or Shihchiachwang-Tientsin railways. All these outbreaks might be 
traced to indirect economic sources, and directly to the railroads. 
Before August 19?7, the Government had set up a five-year 
plan for railroad consuruction, which provided for the building of 
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8,477 kilometres of main lines, on an average of 1,695 kilometres 
per year. These plans vtere halted, however, on account of the Japan-
ese invasion. Activities in railroad construction have since been 
transferred to the southwest and northwest of China, where building 
is proceeding rapidly. 
Evaluation of Losses to Railroads through the War. 
Railroad history in China has formed such a stormy chap-
ter that the attention of Chinese citizens has been particularly 
focused on the railways. Communications play a most important part 
in any civilization, particularly in the politics and national defense 
of a country. In sixty years of railroad building, China still had 
only about 10,000 kilometres of lines, and considering the huge area 
of the country and the density of the population this was entirely too 
small an amount. In comparison with Europe and America, China is 
lagging behind in communications. As railroad construction requires 
a great amount of capital, China has had to borrow large sums, and 
nru.ch of the re,ilway property thus secured has now been destroyed by 
war or occupied by the Japanese. It is exceedingly difficult to 
evaluate the damage by war and quite impossible to carry out proper 
investigations. Thus we have very meager statistical records and can 
only estimate roughly what hae occurred since August l~th, 1937• 
Owing to the complicated financial structure and various 
spheres of foreign influence, compiling of these statistics is made 
even more difficult. However; we can point out the most important 
i terns such as: First, the kilometres of railroads damaged; second, 
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the number of cars damaged or captured by the Japanese; third, the 
amount of reilroad real estate captured; fourth, the amount of business 
lost. We may also investigate the amount of railways built before the 
war and to what degree progress has been made. Fifth, we may consider 
construction of new railroads since the beginning of the war; and sixth, 
the conditions of railroads captured by Japan. 
1. Kilometres and Linea Captured by the Japanese. 
We may divide the railroads captured into three classes: 
(a) nationally owned, (b) public owned, (3) private owned. 
Nationally owned: 
The Japanese now occupy all or part of fourteen nationally 
owned lines. Three of these, the Peiping-Hankow. Lung-Hai and Canton-
Hankow have been occupied in part. The remaining eleven wholly 
occupied are as follows: 
Public ovmed: 
Peiping-Liaoning Railway 
Tientsin-Pukow Railway 
Peiping-Suiyuan Railway 
Chang-Tai Railway 
Kiao-Tsi Rail way 
Taokow-Ohinghua Railway 
Nanking-Shanghai Railway 
Shanghai-Hangchow-Ningpo Railway 
Soochow-Kashing Railway 
Nanchang-Kiukiang Railway 
Canton-Kowloon Railway 
Hwainan Railway 
Tatung-Puchow Railway 
Chekiang-Kiangsi Railway 
Private ovmed: 
-85-
Kiangnan Railway 
Sunning Rail way 
Changchow-Amoy Railway 
Nanking City Railway 
Kokiu-Piseh Railway (27) 
Among the six private-owned railways, the Kokiu-Piseh 
is the only one not occupied, and part of the public-owned Chekiang-
Kiangsi is still unoccupied. 
Following is a list of Chinese railroads, showing the 
mileage of those occupied by Japan and those not occupied. This 
does not include the Yunnan Railway (French-owned), or railways in 
Manchuria: 
Railroad 
Peiping-Hankow 
Peiping-Li aoning 
Tientsin-Pukow 
Peiping-Sniyuan 
Cheng-Tai 
Kiao-Tsi 
Taokow-Ghinglrua 
Lung-He.i 
Nanking-Shanghai 
NATIONAL OWNED RAILROADS 
(in kilometres) 
Main Branch Japanese Held by 
Lines Lines Total Occupied Chinese 
1,214 105 1, )19 1,070 249 
428 37 465 465 
1,009 96 1,105 1,105 
818 59 877 877 
343 ;6 379 379 
395 58 453 453 
163 2 165 165 
1,078 31 1,109 561 548 
)11 18 329 329 
Shanghai-Hangchow-Ningpo 274 1) 287 287 
Soochow-Kashing 75 0 75 75 
Nanchang-Kiukiang 128 12 140 140 
Canton-Kowloon 14) 0 143 143 
Canton-Hankow 1,228 50 1,278 466 812· 
--
' 
Total 7z50t 517 82 024 6,415 1,609 ( 27) 
--
(27) Chow Tsung Han, Economic Criticism of China, Article on 
Chinese Rail~oads since August l)th, 1957 
(Shanghai, 1939) p. 18 
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PUBLIC AND PRIVATE OWNED RAILROADS 
(in kilometres) 
Japanese Held by 
Railroad Total Occupied Chinese 
Tatung-Puchow 6)4 6)4 
Hwainan · 215 215 
Chekiang-Kiangsi 9)5 415 520 
Kiangna.n 194 194 
Sunning 67 67 
Changchow-Amoy 28 28 
Chaochow-Swatow 42 42 
Nanking City 14 14 
Kokiu-Pi eeh' 69 0 
...2.2 
2,198 1, 609 5§2 (28) 
From the foregoing tables, we see that the total distance 
of the nationally-owned r ailways i s 8 , 024 kilometr es, of which 6415, 
I 
or 80%, are now occupied by the Japanese. Approximat ely 20%, or 
1,609 kilometr es, still remains under Chinese contr ol . However, this 
20% consists of only parts of three railroads; namely, Peiping-Hankow, 
Canton-Hankow, and Lung-Hai Railways, and due to bombardment much of 
these lines has been destroyed and is unfit f or use. 
Of the Public and Private railways, 1,609 kilometres, or 
approximately T5% of the total 2198 kilometres, is already occupied. 
About 27%,or 589 kilometr es, is not yet occupied. Among these the 
Chekiang-Kiangsi is a littl e less than half occupied, but it is near 
the war zone and parts of the line are already destroyed. 
Of the total railways in China, including national, public 
and private, and excluding Manclmria and Yunne:q, 8024, or 7f/ . 5%, of 
(28) Ibid., P• 18 
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the total of 10322 kilometres are already Japanese occupied, leaving 
2198 kilometres, or approximately 21.5%, unoccupied. However, of this 
unoccupied distance much of the track is destroyed and what is actually 
left undamaged and unoccupied and fit ·for use must be lees than 21%.(29) 
2. Number of Locomotives Captured or Destroyed. 
It is very difficult to estimate the number of cars lost to 
Japan. In order to arrive at an estimate we must first enumerate 
locomotives, passenger cars and freight cars owned by the different 
railroads in 19;6. Then by estimating the percentage lost, we can 
secure a rough idea of what remains in Chinese hands. These cars being 
movable, such an approximation of what is held by each country . is made 
more difficult. 
/ 
NATIONAL OWNED RAILWAYS (12;£l 
Railroad Locomotives Passenger Cars Freight Cars 
Peiping-Hankow 205 305 2841 
Peiping-Liaoning 359 309 4493 
Tientsin-Pukow 141 233 1641 
Peiping-Suiyuan 103 128 1178 
Cheng-Tai 68 81 847 
Kiao-Tai 107 191 1660 
Taokow-Ghinghua 12 26 253 
Lung-Hai 94 165 1;46 
Nanking-Shanghai 72 :202 690 
Shanghai-Hangchow-Ningpo 43 154 509 
Nanchang-Kiukiang 12 28 132 
Canton-Kowloon 11 48 72 
Canton-Hankow 80 166 961 
Total 1211 2046 1622~ ~ (;o) 
Notes: 1. These 1211 locomotives have a total tractive power of 
13,558,075 pounds. (continued on page 88) 
(30) Ibid., P• 21 
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Notes:(continaed from page 87) 
2. The 2046 passenger cars have a total seating 
capacity of 108,956 
?• The 16,22) freight cars have a total capacity 
of 44;,599 tons. 
Estimating that 40% of the rolling stock is captured or 
destroyed, we have a total of 484 locomotives, 818 passenger cars, 
and 6,489 freight care lost to the Japanese. 
Because of the fact that public and private owned railways 
are independent and have few connections with the national systems, 
it is estimated that the percen~ge of loss of locomotives, passenger 
and freight .cars is much greater than that of the nationally owned 
lines. A conservative estimate of the public and private loss would 
be 50%.(?1) Loss in all cases should be understood to include equip-
ment captured and also equipment destroyed. 
;. Value of Lines and Equipment of 
Railroads Captured and Destroyed. 
In evaluating the property and equipment of the nationally 
owned Chinese railways according to statistics of 19;6, the following 
thirteen linea are included: Peiping-Hankmv, Peiping-Liaoning, 'r ient-
sin-Pukow, Peiping-Suiyuan, Cheng-Tai, Kiao-Tai, Taokow-Chinghua, 
Lung- Rei, Nanking-Shanghai, Shanghai-Hangchow-Ningpo~ Nanchang-Kiukieng , 
Canton-Kowloon, and Canton-Henkow. Of the Canton-Hankow line, only 
the Hupeh-Hunan and Shaochow-Centon sections are included, a s the 
Chuchow-Shaochow section was only completed in 19)7, at a cost of more 
(;1) Ibid., P• 22 
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than ~700,000. The original cost of these thirteen railroads was 
909,~89,000 . 0hinese Yen. Locomotives and cars coat 199,4)),000 
Chinese ·Yen, or approximately 22% of the total value of property and 
equipment.· In order to arrive at an estimate of the total loss of 
property, equipment, locomotives and cars, we can take the percentage 
of kilometres occupied by Japan and the lose of locomotives and care, 
times the total of the original value. Taking the above-mentioned 
estimate of 8Cf;S loss, this figure will amount to .568,0801 000 Chinese 
Yen. Estimating a loss of 40%. of locomotives and care, the value of 
such loss will be 79,770,000 Chinese Yen.. These t wo items together 
make a loss of 647,850,000 Chinese Yen. Adding to this sum 80% of 
the valuation of railroads built and completed in 19)7, or 62,150,000 
Chinese Yen, we now arrive at a total 1oss of 710,000,000 Chinese Yen.()2) 
It is more difficult to arrive at an estimate of lose in 
connection with the public and private roads. However, from 19)6 
statistics dealing with the Tatung-Puchow, Chekiang-Kiangsi, Hwainan, 
Kiangnan and Sinning, the total original cost amounts to 5Q,OOO,OOO 
Chinese Yen, making a grand total of national, public and private 
railroad losses of 750,000,000 Chinese Yen.())). 
Because o1· the drastic decrease in the value of the Chi ,e se 
Yen during the war period, a proper eva1uat1on of this lose is made 
even more dl.fficult. In t erms of actual value, the loss therei"ore ie 
greatly increased. The war in Europe has a1so advanced the price of 
\'2) Ibid.~ p. 2) (?)) Ibid., P• 24 
materials used in railroad construction, making replacement even more 
expensive. Also the dependence of Chinese railroads on fore~gn loans 
and the present rates of exchange, this evaluation of losses in terms 
of replacement and reconstruction is extremely low. 
PROPERTIES OF NATIONAL OWNED RAILROADS. 1936 
(in thousands of Chinese Yen) 
Nrune of Road 
Peiping-Hankow 
Peiping-Liaoning 
Tientsin-Pukow 
Peiping-Suiyuan 
Cheng-Tai 
Kian-Tsi 
Taokow-Ghinghua 
Lung-Hai 
Nanking-Shanghai 
Shanghai-Hangchow-Ningpo 
Nanching-Kiukiang 
Canton-Kowl oon 
Canton-Hankow 
Total 
Total 
Capital 
·Assets 
Total Yelue · 
of Lines and 
Equipment 
Total Value 
of Locomo-
tives & care 
Percentage 
of Locomo-
tives to 
Total Capi-
tal Assets 
1)0,075 127,761 37,)40 29% 
1)1,8)7 1)0,298 )8,)55 2~fo 
1)2,488 1)2,199 )0,)25 2)% . 
61,129 61,12) 22,441 37fo 
29,576 29,574 6,765 2~b 
48,979 ~8,979 16,192 ~3% 
8,462 8,4)7 2,107 25% 
14),770 14), 760 14,909 10/~ 
41,120 41,116 10,757 26% 
29,470 26,289 5,688 19% 
12, )07 12, )07 1 J 101. 9% 
16,)11 16,)11 1,595 10% 
100,587 100,461 10,999 lO'fo 
909,682 829,220 199,42.2 221o ()4) ~==========~====~====~~======= 
Notes: 1. The figures of Canton-Hankow Railway includes only Hupeh 
to Hunan section and Shaochow~Canton section. The other 
section, Chuchow-Shaochow, is excluded because it is com-
pleted in 1937· If this latter section were included, we 
should add 70,000,000 Chinese Yen. 
2. The Shaochow-Kashing and Chekiang-Kiangsi lines are 
excluded in this table. 
(§4) Ibid., P• 24 
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Notes: (c ontinued) 
3• "Total Capital Assets" include 899,220,000 total 
value of lines and equipment, and uTotal Value of 
Locomotives and Cars" are included in 11 Total Value 
of Lines and Equipment." The above arrangement is 
made to show the proportion to total capital assets. 
4. Operating Losses Sustained During the War. 
According to 19;6 statistics, gross annual revenues of 
the thirteen national railroads mentioned above were 171,091,000 
Chinese Yen. Deducting operating expenses of 110,270,000 Chinese 
Yen, net annual revenue was 60,822,000 Yen.(35) Payments on prin-
cipal and interest were not deducted from the above figure. Before 
1937, revenues of nationally owned railroads showed an increase each 
year. It is reasonable to suppose, therefore, that if a state of 
war had not existed since that time, these roads would have continued 
to show an anrrual increase in revenue. Based on these figures, a 
conservative estimate of the total loss of gross operating revenues 
during the period of the war would be approsimately 437,727,000 Chinese 
Yen and l oss of net operating revenues would be about 152,055,000 
Chinese Yen. 
The estimated loss o~ private and public ovmed railroads of 
approximately 10,000,000 Chinese Yen annually for this t wo-and-one-
half-year period, or 25,000,000 Chinese Yen, brings the total lose of 
revenues to appr~imately l,Ll-52 , 727. , 000 Chinese Yen. 
(35) Ibid., P• 24 
-92-
Total losses from all sources - destruction of property, 
occupation of property, and operating losses - bring the g~and total 
to approximately 1,202,700,000 Chinese Yen. 
Name of Railroad 
Peiping-Hankow 
Peiping-Liaoning 
Tientsin-Pukow 
Peiping-Suiyuan 
Cheng..;.Tai 
Kiao-Tsi 
Taokow-Ghinghua 
Lung-Hai 
Nanking-Shanghai 
OPERATmG REYJThTUES Ai'W EXPENDITURES 
OF NATIONALLY OWNED RAILROADS 
(in thousands of Chinese Yen) 
(for the year 1936) 
Operating Operating 
Reverru.e Ex:eenses 
)6, 706 19,485 
23,906 15,250 
26,793 16,815 
12,006 7,322 
7,116 3,578 
14,408 11,332 
2,0)6 1,375 
15,244 8,739 
14,405 10,480 
Shanghai-Hangchow~Ningpo 6,116 5.,421 
Nanchang-Kiukiang 
Canton-KO\vloon 
Canton-Hankow 
Total 
Ratio of operating revenues 
to operating expenses: 
1,109 
1,964 
lal4I 
lll 2 096 
1.,003 
1,756 
6t546 
ll0z272 
Revenues = 100% 
Expenses = 64% . 
Net Opera-
ting Revenue 
17,2211 
8,656 
9.978 
4,684 
3,538 
3,076 
661 
6,5CQ 
3.,925 
695 
106 
208 
601 
60,8~ 
Net operating revenues = )6% 
Notes: 1. Figures for the Canton-Hankow Railway include only 
Hupeh-Hunan and Shaochow-Canton sections, Chuchow-Shaochow 
section only being completed in 1937• 
2. Since 1931, the Ministry of Railways has increased freight 
rates 2o%, 15% and lo% for different classes of \freight, 
but this increase is' not shown in the above figure. ( )6) 
(36)Ibid., P• 25 
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5. Construction of New Lines. 
Even during normal times it is always easier to destroy 
than to build up, and in the past two and one half years of war, des-
truction has been especially great and construction much more diffi-
cult than normally. However, during these two and a half years, rail-
road construction has proceeded rapidly, even in the face of geogra-
phical difficulties and war hazards, and plane have already been made 
for extensive new lines. 
Immediately prior to the war, there had been much activity 
in railroad construction, and by the time the war broke out there were 
over 10,000 kilometres of main line in operation. The Hankow-Canton 
line was completed in 19;57, and the following May it was possible to 
journey from Peiping to Canton by rail. The Hankow-Canton line used 
funds loaned from the British Boxer Indemnity Fund to complete the 
line. Nanking and Hangchow were connected by ran · before the war and 
the Kiukiang-Nanchang line was extended west to meet the Nanking-
Hangchow line. The Lung-Hai, running through northern China, was exten-
ded beyond Sian to the west and from Hauchow to the sea at Haichow in 
the east.(37) 
Under present conditions, including new lines under construction 
and plans for future construction, it is estimated that 10,000 kilometres 
or more will be added to China 1 s railroad systems. War condi tiona have 
been a great stimulus t o railroad building, and development has been 
proceeding rapidly even under adverse conditions. If in future years 
Chin~ regains her railroads now lost, the systems of China will be 
(37) Frank Oliver, Special Undeclared War, (London, 1939) P• 8; 
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doubled by the present construction and plans. It took China about 
fifty years to build up a system of 10,000 kilometres, but under 
extreme necessity only a very few years will see the same amount of 
construction completed. 
* 
** 
*** 
RAILROADS UNDER CONSTRUCTION SINCE AUGUST 1), 1927 
Name of Railroad Kilometres 
Date of Start and 
Present Conditions 
1. Suchow-Kunming 1,170 December 25, 1938 
(From Suchow to Kunming) 
Estimated coat 20,000,000 Chinese Yen 
Source of Capital: Capital derived from Chinese Ministry of 
Communications and Provincial Governments of Szechwan and 
Yunnan, co-operating to form a company. 
2. Kunming-Burma 773 December 25, 1938 
2· 
4. 
(From Kunming to Burmese Border) 
Estimated coat 60,000,000 Chinese Yen 
Source of Capital: Capital derived partly from English Credit 
Loan for Kwang-Moy Railway now in war zone; remainder of capital 
taken from Chinese Government Treasury. 
Chengtu-Chungking 
(Chengtu to Chungking) 
Hungyang-Tsunghangkwang 
(Hungyang to Ingfu) 
523 
950 
March 1937 
Completed 
450 Kilometres already 
completed. Tsunghang-
kwang to Nanning and 
Nanning to Liaochow 
nearly complete. Japan 
now occupies Nanning. 
Source of Capital: Rails and ties came from old roads in war 
zone. Part of capital is from French Railroad Material Loan, 
rest f'rom Ministry of' Communications and Hunan and Kwangai. 
Provincial Government. 
**** 5. Chuchow-Kweiyang 1,000 Ohuchow to Sianghsian 
103 kilometres already 
complete. 
(From Chuchow to Kweiyang) 
6. Kunming-Kweiyang 
(From Yunn.an to Kweichow) 
750 Not started 
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Railroads Under Construction (Continued) 
Name of Railroad 
7• Kweiyang-Kiaochow 
(from Kweichow to Kwangsi) 
8. Chungking-Kweiyang 
(from Szechwan to Kweichow 
9. Paoki-Chengtu 
(from Shensi to Szechwan) 
Kilometres 
800 
979 
500 
Date of Start and 
Present Conditione 
Not started 
Already started 
It is planned to 
start construction 
on this line 
immediately. 
Source of Capital: Capital derived from Belgian Syndicate Loan 
of 50,000,000 Chinese Yen. 
10. Paoki-Lanchow 
(from Shensi to Kansu 
11. Chengtu-Kanting 
(from Szechwan to Sikang) 
12. Chengt u-Lingchiang 
(from Szechwan to Shensi) 
13. Chengyang-Lichuan 
(from Szechwan t o Hupeh) 
14. Chengyang-Chinghai 
(from Szechwan to Chinghai) 
15. Saowha-Pikao 
( fron Szechwan to Kansu) 
4oo 
37) 
412 
809 
552 
100 
This line will be 
constructed on com-
pletion of Paoki-
Chengtu line. 
Already started 
Already started 
Already started 
Already started 
Under survey 
Total 10,091 kilometres. 
* Suchow-Kunming Railroad: Construction was started in December 1938· 
Estimated operations will commence Harch 1941. Recently, du e to 
economic conditions a nd lack of capital and construction materials 
work has been suspended from time to time. The est imated cost of 
thi s road is 20,000,000 Chinese Yen. 
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** Kunming-Burma Railroad: Since October 25th, 19)8, construction 
has been under way on the Kunrning-Burma Railroad. It is estimated 
that this road should be partially finished in March 1940, and the 
completed section in operat ion. However, the mountainous territory 
through which this road passes, necessitates many tunnels and bridges 
and makes the constrtJction extremely diff'icul t. It is also extremely 
hard to transport construction materials on account of the war, as 
all this transportation must take place at night in order to avoid 
air raids, and this slows up the work. The estimated cost of this 
road is 60,0001 000 Chinese Yen. 
*** Chengtu-Chungking Railroad: Estimated capital is more than 
50,000,000 Chinese Yen. Capital derived from former Ministry of 
Railroads (now amalgamated with Ministry of Communications) and 
Szechwan-Kweichow Railroad Company, which company already has 
)0,000,000 Chinese Yen subscribed. The government capital came 
from French Loan Syndicate, which stipulates that purchases be 
made in France, and amounts to 24;500,000 Chinese Yen. This Chengtu-
Chungking Railroad was already in operation in the summer of 1939• 
**** Chuchow-Kweiyang Railroad: Although part -of this road is 
finished , lack of capital has prevented the rapid completion of the 
line.(?8) 
( ?8) Hu Tze Fang, Economic Criticism of China, Article on Chinese 
Railroads since August l)th, 1937 (Shanghai, 19?9) 
pp. 36-)8. 
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Notes: 1. The capital contributed by the Government comes mainly 
from two sources: 
(a) Southwestern Economic Reconstruction Fund - this 
fund being cre~ted by the Government under the 
supervision of the Southwestern Economic Recon-
struction Committee, with an authorized capital 
of 20,0001 000 Chinese Yen for the purpose of 
reconstructing and developing t~e Southwestern 
provincial railroads. 
(b) The English Credit Material Loan comes from the 
British Government Guaranteed Loan of J,lO,OOO,OOO 
to be used for the purpose of purchasing railroad 
construction material alone. 
(c) French Syndicate Loai.l• 
(d) Belgian Syndicate Loan. (39) 
6. Present Conditions of Railroads 
in Territory Occupied by Japan. 
Japan now occupies more than 8,000 kilometres of railroads 
in China. A small percentage of this distance is in the Provinces of 
Shanei, Kiangsi, Fukien, Kwangtung, and the remainder is in North and 
Central China. 
Railroads in North China. 
The Japanese policy of development of North China is deter -
mined by the North China Deveiopment Board, with main offices in Tokyo 
(39) Chovt Teung-Ran, Economic Criticism of China, Article on Chinese 
.Railroads since August 13th, 1937· (Shanghai, 
1939) Statistics and Note 1. pp.25-27 
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and a branch office in Peiping. This Board is a corporation with 
an authorized capital of Japanese Yen )50,000,000, e.nd controls 
all types of business corporations organized by Japan in this 
section. One of the corporations under control of the North Chir~ 
Development Board is the North China Oo~munications, Incorporated, 
establ ished April 17th, 1939,(40) with an authorized capital of 
)00,000,000 yen. The value of the Northern Chinese railroads is 
estimated at only )0,000, 000 yen, which is one-tenth of the total 
authorized capital. This sum represent s the capital stock of 
)0,000,000 yen held by the local puppet government. The other nine-
tenths represent Japanese capital. The Board contribu~ed 150,000,000 
yen and the Nan-Man Railroad Board 120,000,000 yen. The Northern 
China Communications is designed to control all the railroads 6f 
Northern China and the business of the company includes ranroada, 
highways, water transportation and subsidiary services. The organ-
ization of the original Chinese railroads is completely cancelled. 
The Northern Communications has a Japanese president; t wo vice-
presidents, one Japanese and one Chinese; and five directors - either 
Chinese or Japanese. For ease of control, divisional districts have 
been set up , namely Tientsin, Ohe.ngkakow, Shihkatsong ( Z ~ 11:. ) , 
Chihnan, Chuchow, and t he follmving railroads under this control have 
alree.dy commenced business: Peiping-Liaoninp; , Peiping-Suiyuan, Kiao-
Tsi, Tientsin-Pukow, Cheng-Ta i, Taokow-Chingbua, Tating-Puchow. It 
is extremely difficult to get accurate statistics, but it is reported 
(40) Ibid., p. 27 
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that the Peiping-Suiyuan Railway's receipts are now a; little more 
-than $ )0,000 e. day, or around tn,ooo,ooo a month. Operating costs 
are about $250,000 e month and the balance of $750,000 is paid to 
the Japanese Army. On the section of railway running from Shanhaikwan 
to Peiping, receipts average $1 ,750,000 a month, with operating expenses 
of about 1500,000 and the remainder goes to the Je.panese Army.(41) There 
are three new lines in North China, as follows: Jehol to Peiping, already 
completed; Tientsin to Shihchiachwang, under construction; and Singehan 
to Whangho, in connection with the Lung-Hai Railroad. 
Central China. 
The economic policy of this section is under the jurisdiction 
of the Central China Development Board, with an authorized capital of 
100,000,000 yen, half of which sum is derived from the Japanese Govern-
ment and half from subscription of Japanese citizens. The capital of 
the Japanese Government was only part cash and part in the form of loco-
motives, cars and construction materials which were used in milit ary 
construction and which were given a cash valuation. The Central China 
Development Board was organized about November let, 19)8, and by April 
19)9 had a paid-up capital of about )1,000,000 yen.(42) 
The Board has issued Central China Development Bonds to 
the amount of 4oo,ooo,ooo yen.(4)) Under this Board the Centra1 China 
Railways, Incorporated, was organized to control the railroads, high-
ways and subsidiary services of Central China. Central China Railways 
Hallett Abend, Chaos in Asia, (New York, 1939) 
Ibid., p. 231 
P• 75 
Hu Tze Fong, Economic Criticism of China, Article on Chinese 
Railroads since August 13th, 1957 (Shanghai, 1939) 
P• )9 
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has an authorized capital of 50,000,000 yen. Railroads are valued 
at 10,000,000 yen, ca.pital stock of this amount being ovmed by the 
puppet. government . The remaining LW,OOO, 000 yen capital belongs to 
the Central China Development Board and other business concerns. The 
compe.ny has a Chinese president, Japanese vice-president and the 
executive officers are either Chinese or Japanese. All railroads in 
the occupied Central China districts are controlled, besides three 
highways and bus lines near Nanking, t wo highways and bus lines near 
Hangchow and Sungkiang. The follo wing railroads under this control 
have already commenced business : Shanghai-Nanking , Shanghai~Hangchow, 
Nanking-Ningkuo, Soochow-Kashing, Shanghai-Woosung, commencing operations 
on May 1st, 19)9. Highways under control are as follows: Shanghai-
Wueih, Changsu-Wushih, Wushih-Changchow and the Yangyan highways .• 
Number of Kilometres of Line under control in Central China 
Name of Line From To Kilometr~3e 
Hai-Nan Shanghai Nanking );4 
Woosung Shanghai Paotaiwan 17 
Hai-Hong Shanghai Hangchow 20) 
Su-Ka Soochow Kashing 74 
Nan-Ning Nanking Ningkuo 207 
Hwai-Nan Yuchi Liuchow 117 
Tsing-Pu Pukow Pangpu 175 
1,127 (44) 
The following table gives the number of passengers, tone 
of cargo and amount of revenues in yen for six of the above-named 
railways. 
(44)Chow Tsuz{g ,: Han, '.:c onomic Cr i tic ism of China, Article on Chim~se 
· · Railroads since August 13th, 1937 (Shanghai, 1939) 
P• 29 
-101-
Business Conditione of Central 
China Railways 
From January 1929 to October 1929 
Amount of Revenue 
Line No. of Passengers Tons of Cargo (yen) 
Hai-Nan 230,210 11),671 1,108,250 
Hai-Hong 47,571 27, 12;5 142,956 
Su-Ka 8,849 4,6;52 19,009 
Nan-Ning 30,831 14,689 92,142 
Hwai-Nan ;51,2::;6 11 ,418 53, 800 
Tsing-Pu 55,1 ;8 27,9'3 2172042 
Total 5o4,8:;5 198,676 1,733,2C6 (45) 
It is said that the purpose of the two above-mentioned 
Boards is different, that of the Northern Board being to develop 
natural resources and that of the Central Board being to recover and 
reconstruct previously existing property and busine ss. The organization, 
capital structure, method of operation and territory controlled by these 
two Boards are different entirely , but. as we have no accur ate statistics 
on the objective plans of the Boards we can make no forecast in regard 
to future trends. 
However, it will be seen from the above-mentioned figures 
that the value of rail r oad property in occupied territory was pre-
viously valued at 700,000,000 Chinese yen, but is now valued at only 
40,000,000 yen by the two Boards, being the amount of Chinese puppet 
government capital. 
Military Operations and the Railways . 
Much has been said about the bombing of lines of communications, 
(45) Ibid., P• 29 
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especially railways. In recent weeks, Japanese have bombed the 
Haiphong-Kunming Railway, which is o\med by the French. Protest ::~ 
were made, but it is the Japanese intention to continue such air 
raids until the shipment of arms and muni~ions to the Chinese on 
this line are stopped. In Central China, the virtually British-
owned Nanking-Shanghai Rail way under Chinese Government Control was 
bombed and later taken over by the Japanese entirely. Baldore Hanson, 
in his latest book on China published in 19)9, states that 11 the Canton-
Hankow Rail way, China 1 s chief supply line at the beginning of tht9 war, 
was bombed on ~00 separate days in a single year, yet was completely 
out of operation only nine days. The repair work after most raicis 
required from two to six hours." The chl.ef engineer of this railway 
told Mr. Hanson that his r epair bill for the first nine months of 
bombing averaged Ch.$20,000 a month, which is probably less than 10 
per cent of what the raids cost Japan. Not until the Japanese began 
to concentrate on one large bridge in the Canton area, 1:hich the~r 
bombed for nine consecutive days, was the ra:tlway forced to close tem-
porarily. ( 46) 
In North China, certain railways owing money to foreign 
bondholders are also now Japanese controlled. China was paying 13ink:ing 
fund charges and interest on these bonds prior to the war, but s:lnce 
Japanese occupation no provision has been made to protect foreign 
cred:ttors.(lJ-7) 
(46) Haldore Hanson, Humane Endeavour, ~New York, 19~9) P• 15) 
(lJ-7) Hallett Abend, Chaos in Asia, (New York, 1Y~9) P• 75 
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Frum tnese 1'acts, it must be recognized that under con-
turued aJ.r attacks, the railways must eventually cease operationn, and 
that once J c:tpanese control is established, both Chinet::>e and f'ureJ.gn 
investors stand. to lose their equities in the railroads. The Chinese 
are undoubtedly doing their utmost to develop communications in the 
interior , but the conditions in J apanese occupied territory must be 
faced squarely and any plans for reconstruction must be based on 
conditions as they are and a conservative stand in the question nMst 
be taken, uncolored by wi shful thinking. 
P A R T IV· 
FINANCING AND MA NAGE ME NT 
OF CHINESE RAILWAYS . 
-104-
CHAPTER 10 
CHINESE RAILWAY LOANS. 
China's conservat~sm and backwardness might be said to be 
one o:t' the contributing reasons for her dependence on f'oreign initia-
tive and capital for the building of' her f'ust ra~lroads. China had 
no experts to bu~ld her railroads, no engineers and techn~cal men to 
plan and operate such ventures. The Chinese people were unprepared 
to accept such modern innove_t~ons as the rauroad, but ner i ore~gn 
trade had brought to her shores people rrom :Vestern na1:.~ons who knew 
the value ot' the se projects and who were equipped w.i:th available capi-
tal to launch the construction of railroads. During this period, 
China imported much more than she exported, and thus Chinese capital 
was leav~ng the country in payment for these imports. Added to this 
were indemnities of the Japanese-Chinese war, for which China had to 
borrow, being unable to meet such payments from her own revenues. Con-
sequently, there was little or no Chinese capital with which to build 
ra i lroads. 
Thus foreign init~ative and financing were responsible for 
the t'ust railroad building, and since that time the various foreign 
powers have played a prominent part in the history of' the railroads. 
The amount of capital borrowed by China has consistently increased, and 
foreign ~nvestments have always been much in excess of domestic loans. 
The disadvantages of the first foreign rail\vay contracts have hampered 
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China from the beginning and the exceptionally disadvantageous terms 
have placed a burden on Chinese financing that has grown heavier as 
the years went on. The final results of' these contract terms, coupled 
with the political change and unrest in China, have been the defEml t 
and non-payment of many of the railway obligations. With the inEtUgu-
ration of the Ministry of Railways under the Nationalist Governm~mt 
in 1928, China has made a determined effort to secure the confidence 
of foreign investors and of her own people. This had largely been done, 
and loan readjustments with more equitable terms had been arrang(;)d and 
were in force only a few months before the Japanese incident occurred 
and threw China back again into chaos. No one can foretell what the 
outcome will be, but it is safe to say that the unity and confid19nce 
of the Chinese people as a whole is behind the Chinese Governmerr~ now 
at Chungking, and when a peaceful settlement is arranged, China will 
still retain the good-will of foreign investors, and in all probability 
they will be willing to do their best to enable the country to readjust 
her obligations in the light of then-existing conditions. 
Increase in Railway Obligations. 
Capital invested in railroads has steadily increased and the 
foreign investments as at June )Oth, 19;6, were still 947,4)5,555 
(1) 
Chinese Yen in excess of domestic investments. The approx~ate obl~-
gations of Chinese railways from 1902 to 19)6 are as follows: 
(1) Cheng Lin, The Chinese Railways, Past and Present, 
(Shanghai, 1957) P• 85 
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Year Chinese Yen 
1902 106,000,000 
1912 576,000,000 
1922 845,000,000 
1933 1,171,000,000 
19)4 1,0)),000,000 . 
1935 1,)18,000,000 ( 2) 
The obligations of the Chinese National Railways constitute 
about 22.8% of the total national debt of China which, according to a 
survey by the People 1 s Economic Planning Committee of the Execut:Lve 
Yuan, amounted to $5,794,655,187 in 19)5. (3) 
In 1Y02, Chinese National railway indebtedness was about 8fo 
of total 1936 railway indebtedness, but by 1912 this amount had risen 
to 44%, and in 1922· went up to about 6~. This increase may · be accounted 
for by accumulation of loan service arrears, as little new money was 
borrowed after 1912. During 1Y)4 and 1935 total indebtedness dec~reased 
as compared with 1935, because foreign exchange became more favorable 
and payment of loan service on some issues '.WB.:"B resumed after .several 
years 1 default. Owing to new loans for railway construction and re-
habilitation, national railway obligations increased during 19)5.(4) 
Excess of Foreign over Domestic Loans. 
Table No. 1, page 106, shows in detail the Chinese 
National Railway Loans as at June )Oth, 19~4 , and it will be seen ~rom 
this that foreign obligations are greatly in excess of domestic loans. 
At the end of June 1Y)4, Chinese railway obligations to 
(2) Ibid., p. 86 
(5) Ibid., P• 86 . 
(4) Ibid., P• 86 
·. 
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foreign countries amounted to $1,0)),027,100, as issued in a report 
by the Ministry of Railways, as follows: 
Japanese $ 255,945,400 (See Table No. 2, P• H~) 
British 2)9,144,400 ( II It No. ), P• 110..1!) 
Belgian 18l,)"(y,400 ( It " No. 4, P• 11.2) 
German 155,477~100 ( II II No. 5, P• 11~) 
Dutch 106,752,500 ( 11 II No. 5, P• 11:3) 
American 65,420,)00 ( 
French 28 2420 2 200 ( II II No. 6, P• 11~) 
$lz022z0271100 (5) 
These figures do not include direct foreign investments 
such as 11 concessions 11 or 11 foreign railways" in China. It is est:imated 
that the Russian investment in the Chinese Eastern, the Japanese in 
lvlanclru.rian Railways, the British in the Canton-Kowloon, and the ~"'rench 
in the Yunnan Railway, is in excess of $1,180,000,000. However, the 
Chinese Government is not concerned in any way with the profit and 
lose of these linea, but they do have close connection with the rest 
of China's railways, as they are on Chinese soil. 
(See following tables) 
(5) : .Ibid., p. 87 
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Table No. 1. 
CHIMESE NATIONAL RAILWAY OBLIGATIONS 
June ~0, 19,. 
Railwq Poreign Loana Domestic Loan• Material Debte 
Peipi»g-Hankow I 57,445,716 I 26,917,6~ • 22,689.~ 
Tient.ain-Pukow 169,726,670 11,455,166 2,,.6,7 ,401 
feipi»g-SuiJUan 24,862,162 15,451,171 5<),99,,299 
Peiping-Liaoning 11,520,000 7,422,~7 
Hankt~tg-Sbangbai 44,921,56<> 2,406,2'9 
Shanghai-Hangchow-Niagpo 4,500,000 117,047 
naocbow-'l'eiD&Jl 40,000,000 954,500 
'laokow-Chinglua 12,264,026 
Lung-Hai 2~,541,967 6,954,245 117,40, 
Pienlo 5.75,,175 55,291 96,955 
Bman-Hupeh 107,659,900 2,,78,905 2,660,024 
Canton-Kowloon 24,!525, 967 65,0,1 4,0,201 
Hanobang-Kiukiang 17,,0,,445 7,190,921 297,00, 
lir in-Clw.ngcbm 10,6~,181 1,007,666 
Saupingkai-Taonan 52,664,000 
• lirin-Tunb.la 52,6,5,472 
Nanking-fkman 7,,72,905 
~kow-Siurug 5,171,~2 
Tugtwan-Ohengtu 20,979,541 
Olllobow-Chincbow 7,060,516 
Chiaghua-Meugbaien ~,01 ( ,452 
Pae~w-Ningheia 20,6Yl,600 
Cantun-Hankow (Southern Section) 64,,298 '74, 741 
Changchow-Amoy !500,000 
Ohet'oo-leiheien 6Y9,140 
Loane raised by 
Pinance Minietry 59,,,8,9£J5 
Peiping-Hankow and three 
other linea 2,676,975 
Purohaee ot PriTate 
Linea 56,665,180 
GRAND '!'O'l'AL ·~.!510,557 1112,656,172 19,,062,!55 
Source: The 0h1D& Year Book1 12~-~1 (Shanghai) 
Total 
I 69,a5l,171 
204,819,~ 
69,527,0-'5 
18,742,557 
47,,27,819 
4,677,047 
40,954,500 
12,28'1-,026 
245,615,664 
5,867,422 
112,878,8,0 
25,019,199 
2'1-,841,566 
11,69,,868 
!52,~,000 
,2,6,5,472 
7.572,90' 
!5, 771.~2 
20,97Y,51H 
7,060,516 
,,017,4~ 
20,691,600 
1,018,059 
500,000 
699,140 
59,,,a.~, 
2,678,975 
-,6,660,180 
11,160,426,664 
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Ta ble No. 2 J APA.f.J""ESE LOANS * 
,. 
1908 - Kirin-Cbangchun Railway Loan 
1911 - Imperial Chinese Government Railway Loan 
1912 - Nanchang-Kiukiang Railway Loan (I) 
1914 - Nanchang Kiukiang Railway Loans (II & III) 
1915 - Ssupingkai-Chengchiatun Railway Loan 
.191 -( - Kirin-Changcrun Railway Loan (Revised) 
1918 - Ssupingkai-Ghengchiatun Railway Loan 
Kaomi -Sue how-T sinan Rail way Loan 
1922 - Ssupingkai-Taonan Rail way Loan 
Nanchang-Kiukiang RaHv:ay Loan (IV) 
Treasury Notes for Kiaochow-Tsinan Railway Purchase. 
On June )0, 1y74, the total Ch1nese railway obligations 
to Japan amounted to $255,945,400, distributed as follows: 
Manchuria Outside Manchuria 
Kirin-Changchun Tsinan-Shunte 
Ssup1ngkai-Taonan & Branches Kaomi-Suchow 
Kirin-Tunhua Peiping-Suiyuan 
Taonan-Anganki Peiping-Hankow 
Kirin-Hueining Four other railways 
* These loans were ei'i'ected through the following agents: 
South Manchuria Rail way Company, Yokohama Specie Bank, Bank of Chosen, 
East Asia Industrial Company, Industr2al Bank of Japan, Bank o:r Taiwan. 
Source: Cheng Lin, The Chinese Railways, Past and Present, 
(Shanghai, 19)7) P• 80 
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Table No. 3. BRITISH LOANS 
l89Y - Imperial Railways of North China 
(Peking- Mukden) 
1903 - Nanking- Shanghai Railway Loan 
'1905 - Honan Railway (Taokow-Chinghua) 
Hongkong Government Loan for 
Redemption of Canton-Ha.nkow Rail way 
Contract 
Hankow Rail way Contract 
1907 - Hsinmintun-Mukden Advance 
Nanking-Shanghai Railway Loan 
Canton-Kowloon Rail way Loan 
1908 Peking-Hankow Redemption Loan ( with French) 
Tientsin-Pukow Rail way Loan (I) (with Germans) 
Shanghai-Hangchow Ningpo Railway Loan . 
1907- Tientsin-Pukow Railway Loan (II) ( with Germans) 
1910 - Nat ional Redemption Loan for Peking- Hankow 
R~ilway 
Tientsin-Pukow Railway Loan (III) (with Germans) 
Tientsin-Pukow Railway Loan (IV) (with Germans) 
1911 - Hukuang Railway Loan (Four-Power Consortium) 
1912 - Nat ional Redemption Loan for Peking-Hankow 
Railway 
Tientsin-Puko w Rail way - Advance on Unissued 
Third (with Germans) 
1913 - Nanking-Shanghai Railway Land Loan 
Pukow-Sinyang Ra~lway Loan 
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Table No . 2 (continued) 
BRITISH LOANS 
1914 - Shanghai-Fengching Mortgage Redemption Loan 
Nanking-Hunan Railway Loan 
Pukow-Sinyang Rail way Loan 
1918 - Taokow-Chinghua Railway Loan 
Canton-Kowloon Rail way Loan 
1Y1Y Taokow-Ohinghua Railway Loan 
1920 - Chinghua-Menghsien Railway Loan 
1921 - Peking Mukden Railway Double Track Loan (2 issues) 
1929 - Nanking-Shanghai Rail way Rolling-Stock Hire-Purchase Loan 
19)2 - Ce.nton-Hankow Railway Completion Loan 
19?) - Canton-Hankow Raihray Completion Loan 
Tlentsin-Pukow Railway Train Ferry 
19?S - Canton-Hankcl'r Railway Completion Loan (with Chinese) 
19)6 - Shanghai-Hangchow-Ningpo Railway ComPletion Loan 
(with ChineseJ · 
Brit1sh investments 1n Chinese Government railways amounted 
on June )0, 19?4, to approximately $2)9,1~4,400 including both loan 
and material obligations, effected through the following agents: 
Hongkong & Shanghai Banking Corporation, Chartered Bank of India, 
Australia & China, British & Chinese Corporation, Ltd., Pekin Synd1cate, 
Ltd., Chinese Central Railways, Ltd., Pa.ul ing & Company, Pearson & Son. 
Ltd., British Engineering Association in China. 
Source: Cheng Lin, The Chinese Railways, Pas~ and Present, · 
(Shanghai, 19?7) pp. 81-82 
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Table No. 4. BELGIAN LOANS 
18Y8 - Lukouchiao Railway Loan 
190)- Keifeng-Honan (Pienlo) Railway Loan (I) (with French) 
1905 - Peking-Hankow Supplementary Loan 
1Y07 - Kaifeng-Honan (Pienlo) Railway Loan (II) (with French) 
lYl:> - Lung-Hai Railway Loan 
Tatung-Ghengtu Railway Loan 
1915 - Lung-Hai Railway Loan 
1919 - Lung-Hai Short-Term Loan 
1Y22 - Treasury Notes for Rail way Material 
1925 - Treasury Notes for Lung-Hai Railway 
192B - Lung-Hai Railway Loan 
19:>7 - Paiko-Ohengtu Railway Loan 
Belgian railway investments amounted on June )0, lY)4, to 
approx1mately $181,)79,600, effected through the following agents: 
Banque pour 1 1Etranger, Compagnie Generale des Chemins de Fer et de 
Tramways en Chine, Societe e'Etudes dee Chemins de Fer en Chine, 
Societe Belge d'Entreprises en Chine, Societe Financiere et Industrielle 
Belge en Chine, Societe Belge des Chemins de Fer en Chine. 
Source: Cheng Lin, The Chinese Railways, Part and Present, 
(Shanghai, 1957) p. 82 
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Table No. 5. DUTCH LOANS 
The Netherlands, through the Nederlandsch Syndicaat voor 
China, participated only in the Lung~Hai Railway Loan, to the extent 
in lY~U of 16,667,000 Guilders and in 19~) of 14,08),000 Gui l ders. On 
June :)Uth, lY:)Lt, her share o±' Chinese Government railway obligations · 
amounted to the . equivalent of ~ 106, -(!)L 1 !JOO. 
GERMAN LOANS 
German interests in Chinese railways at June ~~h, 1)1)4, were 
est~mated at $,1.155,4(7, 100, compraJ.ng the following loans: 
1908- Tientsln-.fukow Railway Loan (I) (wJ.th British) 
1909 - Tientsin-Pukow Railway Loan (II) (with Brltl.Bh) 
1)110- Tientsin-Pukow Railway Loan (Ill & lV) (with BrJ.tish) 
1911 Hukuang RaiL ways Loan t Four-Power Consortium) 
1 91~ - Tientsin-.Pukow Railway - Advance on Unissued Thud ( '.-rhh British) 
19)4 - Yushan-Pinghsian Railway Loan 
19)6 - Hunan-Kweichow Railway Loan. 
The Deutsch-Asiatische Bank acted throughout as financial 
agent for German investments in Chinese r a ilways before the Great War; 
in recent times the f'irm of' Ott o Wolf'f', Koln, has taken the f'inancia1 
leadership in German railway construction in China on terms which_, being 
on a kind of barter system, suggest a new basis of Sino-foreign enter-
prise and co-operation in China. 
Source: Cheng Lin, The Chinese Railways - Past and Present 
(Shanghai, 19)7) PP• ~5-84 
Table No. 6 FRENCH LOAl'llS 
1Y02 - Chengting-Taiyuan Railway Loan (with Russia) 
lYU5 - Kai:t'eng-Honan (Pienlo) Rail way Loan ( with Bel gium) 
1907 - ICaifeng-Iionan (Pienlo) Railway Loan (with Belgium) 
1908- Peking-Hankow Redemption Loan (with Br1tish) 
1911 - Hukuang Railways Loan (Four-Power Consortium) 
lY)) Railway Material Loan 
19:)~ Railway Material Loan 
19)6 - Chengtu-Chungking Rail way Loan 
The total French obligations in regard to Chinese railways 
at the end of June, 19)4, were approximately $28,907,800, effected 
through the f'ollo wing financial agents: Banque Industrielle de 
Chine, Soc1ete Francaise de Construction et d 1Exploitat1on des Chem1ne 
de Fer en Chine, Banque de 1 1Indo-Chine, Banque Franco-Chinoise pour 
le Commerce et 1 1lndustrie. 
Source : Cheng Line, The Chinese Rai iways, Past and Present, 
(Shanghai, 1Y?7) PP• 82-8;i · 
Loans on which service has been met in i'ull. 
There are some thirty-three foreign loans and advances in 
six different currencies, ~ncluding the Chinese dollar.' These loans 
do not include debts for material s supplied or the Boxer Indemnity 
Funds. There are only six of these foreign loans on which the service 
has been met ~n full up t o 1~?7, amounting to $7,75),086 per annwn. 
These loans are as f ollows: 
1. Pe~ping-Hankow Railway - Chinese Imperial Go ve r nment 
5% and 4-l/2~b Gold Loan of 1908 (Anglo-French) 
2. Peiping Liaoning Railway - Chinese Imperial Railways 
5% Gold Loan of 1899 · 
). Shanghai-Hangchow-Ning;po Railway - 5'f~ Shanghai-Hangchow-. 
Ningpo Railway Loan of 1908. 
4. Kiaochow-Tsir~n Railway 6% Trea sury Bonde (Yen) . 
5. Peiping-Suiyuan- East Asia Industrial Company, Tokyo . 
6. Peiping-Suiyuan - ih tsui Bus san Ka isha, Ltd. ( 6) 
Analys i s of Loans 
A detailed account of Chinese Railway Loans in chronological 
order up to 1957 will be 1'ound in the f ollowing table (No. 8, pages 116 
- 1?2 ). It will be seen from the t able that t he loan contracts are 
very similar, although s pecific terms under which the loans are 
secured vary substantially. The terms of the loans are from twenty to 
f ifty years, interest ranges from 4-1/ 2% to 9-l/2% • However, the usual 
rate ~s 5'% per annum. 
6) Ibid., P• -7Y 
Or1g1nal Principal 
lr4,::>00,000 
Franc• 40,000,000 
~ 
Francs 25,000,000 
Nom1nal ~;,250,000 
Actually l.seued 
~:r:!,YOO,OOO 
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CHINESE RAILWAY LOANS 
Purpose 
Construction of a 
railway from Peking 
to Hankow 
Bu1lding or railway 
from Chengt1ng to 
Ta1.yuan 
Construct1on of the 
Ka1t'eng-Loyang rs11way 
and branch line. 
To redeem the 
Shanghai-Woosung 
Line and to construct 
the Nanking-Shanghal 
Line. 
Issue Pr1ce 
Secur1ty and Rate of 
------------- -~nterest. 
The railway and 
future extensions 
The rEnl way 
The Kaifeng-Loyang 
Railway and its 
earn1ngs. 
Pr operty aud earni s 
ot' the rail way 
5.1o per annum 
5% per annum 
5% per annum 
5~ per annum 
Issue pr1ce: 
97-l/ 2 
Term 
~0 years 
20 years 
:>O years 
::>0 years 
Amortization 
By yearly drawings or· ~225,000 
each from Jan. '' lYOY to Jan. 
3, 1Y28. The Chinese Government 
may increase the amortization or 
pay oft' the loan after September 
1, 1907 
I 
By drawing ot' lo ':. s on the second 
Tuesday of January each year, 
beginning with the tenth year 
after 1ssue of the loan. After 
September 1, 1911, the Chinese 
Government has the right at any 
time to increas·e the rate of 
amort1zation or redeem the loan 
in tull. 
Balance of 
Principal 
Outstanding 
Remarks 
The loan was redeemed in 1908 by 
a new loan known as the Chinese 
Imperial Government 5% and 4-1/2% 
Gold Loan of 1908 which 1s at present 
under the care ot' the Ministry of 
Finance. 
The loan was fully redeemed l.n 1;;~2 
I 
----------------------------+----------------------------------------------.. ---
At par in 20 years, by annual 
draw1ngs ln Apr1l, which are 
payable the I' allowing Ju1y 1st, 
commencing from Apr11 lYi5 
' By agreement entered into with 
the British and Chinese Corp., 
Ltd., on June 10, lY24, the 
M1n1stry of C~n1cations has 
undertaken to repay the above 
loan in 25 equal annual instal-
ments ot' ~116,000 each, from 
1Y20 to 1Y5~. At the option 
of the Chinese Government, the 
loan bonds are redeemable at 
6 months' notice, after 12-l/2 
and up to 25 years, at 102-1/2 
and thereafter at par. 
~'2, (84,000 
(Jan.l, 19, 7) 
Subscribers, in add1t1on to the 
fixed rat e ot' 1nterest on their bonds, 
received one net-profit sub-certificate 
t o bearer for each bond allotted, 
ent1tling the holder to part1cipate 
in the net prof1ts of the railway 
when completed. 
a Ch~neee Government Secured Obl~ ations Table No. 
Railway 
1. Peking-Hankow 
Rail way Loan 
2. Chengting-
Taiyuan Rail way 
Loan 
~- Kaifeng-Hunanfu (or Pienlo) Rly. 
Loan ~F~rst 
Issue) 
4. Nank~ng-Shanghai 
Railway Loan 
(Fust Issue) 
Title of Loan 
Chinese 5% 1898 
Loan 
Chinese 51 Loan 
of 1Y02 
Imperial Chinese 
Government 5% 
Go!d Loan of 1903 
Imperial Chinese 
Government 
Hanking-Shangha~ 
Rail way Loan 
Date 
of Issue Underwriter 
June 26, 18y8 Be1g~an 
Oct. 1::>, 1902 
Nov. 20, 1903 
July 18, 19o4 
Franco-Russ: 
(Russo-Gh~nE 
Bank) 
Franco-Belgj 
13ritish (Bn 
and Chinese 
Ltd.) 
l:r~,)OO,OOO 
lr800,UOO 
Francs 1~,::>00,000 
lu., 100,000 
-11(-
Purpose Secur1ty 
Issue Price 
aud Rate of 
Interest. 
Repayment or the T1entsin- The propert1es and 
Shanhaikwan and Tieute1n- revenues of the 
Lukouchieo Ra i1 way Loans railway 
5;~ per annum 
Issue pr1ce: 
due to fore1gn banks; pur- 97 
chase ot'. add1tional eC'uip-
ment for d11Terent sect1one 
of the TientsJ.n-Shanhaikwan 
LJ.ne; extension ot· the T1ent-
s~n-Shanhaikwan Line to Heinm1n 
and c onstruc 1on of' the Kowpang-
tze-Yingk0\'1" brancn line. 
Extens1on ot· Taokow-Ghinghua 
Railway and repayment of the 
loan advance made by the 
Pek~n Syndicate, Ltd. 1'or 
the construct1on ot' the 
same 11ne 
F1rst charge upon 5'1. per annum 
the permament way, 
rolling stock and Issue pr1ce; 
net earn1n rs of the ~(-l/2 
rai.t.v:ay between 
Taokow and Ch1nghua 
The Pek~n Syna1cate , 
Ltd. operat 1ng the 
railway ~s to retain 
from nst earnings at 
least ~ months before 
due uate, a sum suf-
f'1c~ea't to meet each 
halt·-year 1 s serv1ce of 
loan. These tunas to 
be remitted to Syn-
d~cate Head Orf1ee , 
London, ae and when 
available, & payments 
ot' eacn instalme nt 
have to be made 20 
days in advance . 
The railway and 
extens1on lines 
5~ per annum 
Term 
45 year.s 
~0 years 
-- ------------------------
To redeem the concession 
granted to the Americart 
China Development Co. f'or 
the bu11ding ot' this 
railway 
Op1um revenues 
of Hupeh, Hunan 
K wangtung & the 
railway 
t+-112% per 
annum 
10 years 
Amort1zat1on 
---------------------------~ 
By 40 annual drawings of lr::> 
each, from August 1, 1905, 
August 1, 19tf4. The Chinese 
Government may, on giving ~ 
months 1 ·notJ.ce , redeem the 
before maturity at Ll20 
In ~0 years by annual drawi 
commencing in 1916, but the 
Ch1nese Government hae tHe 
right to redeem the whole 
loan at par at any time att 
that year. 
10 equal annual instalmen 
l:rllO,OOO, commenc1ng Oct. 
after 5th iustalmenr,, the 
may, on Sl.X months' not1c1 
whole loan. 
:>00 
an 
e, 
\ 
f 
Balance 
PrincJ.pal 
Outstanding 
l:AoO,OOO 
(Jan. l, 19?7) 
1.48:>,700 
(Jan. 1, 1957) 
1906; 
rovJ.nces 
edeem 
Remarks 
Readjusted in !!.ay 19)6, on the following 
basJ.s: Payable WJ.~hin c7 years, 
starting from July, 19?7• 4/5 of 
interest in arrears to be cancelled. 
Non-interest bearing scrip to be 
issued for the remai~ng lf5 (b49,570) 
navable after the complete redemption 
~rw the orJ.gJ.nal loan. Interest, 
accordinP" to new arrangement, c.-1;zfo 
per annum for 19)6/)8; thereafter 
5~ per annum. 
Subject to 1898 loan terms. Redeemed 
1908. Gover~ent control since Jan. 
l, 1909· ---------
ThJ.s loan has been repaJ.d on 
maturJ.ty J.n 1916. 
Railway 
:>. ImperJ.al Ra~lways 
of North ChJ.na 
(Peking-Mukden 
Line) 
TJ.tle of Loan 
Chinese ImuerJ.al 
Railways 5% Loan 
of 18;:~8 
Date 
of Issue 
Oct. 10, 1898 
UnderwrJ. ter 
British (13r 
& Chinese C 
6. Honan ( Taokow-
Chinglu.ta) 
Railway Loan 
Chinese Imperial July ), 1905 British (Pe:b 
Syndicate, 1 Government Railway 
5% Gold Loan of 
1905 
1· Peking-Hankow Rly. 
Supplementary Loan 
8. Canton-Hankow 
Contract Redem-
ption Loan 
Hankow Govern-
ment Loan for 
Redempt J.on of 
Cant.on-Hankow 
Railway Contract 
Aug.l), 1905 Belgian 
Sept. 9, 1Y~5 BrJ.tish (Hong 
Government) 
-. 
Railway 
9.Kaifeng-Honant~ 
(or Pienlo) Rly. 
Loan (Lnd J.seue) 
lU.NankJ.ng-Shanghai 
Rly. Loan (Ln<l) 
J.seue) 
ll.Can~on-Kowloon 
RaJ.l way Loan 
~.Peking-Hankow 
Redemptlon Loan 
Ti t1 e ot· Loan 
Imper1a1 ChJ.nese 
Government 5% 
Go1<1 Loan of 1Y07 
ImperJ.al Chinese 
Government Loan 
of' l'jO( 
Imperial Chinese 
overnment 5';--:& 
an<1 '-+-1; & Gold 
Loan of' 1Y08 
Date 
of Issue 
lY07 
Mar. 7, 1Y07 
UnderwrJ.ters 
Franco-BelgJ.at 
Br1tish (Bnti 
Chinese Corp. 
Brltish (BrJ.tJ. 
Chinese Corp. , 
OrJ.ginal Principal 
Francs 16,000,000 
1:.650,000 
ltl,500,000 
Anglo-French 1:.~,000,000 
( Hongkong & Sha1 
Banking Corp. a1 
Banque de 1 1 Ind< 
Chine) 
Purposes 
Construction of 
Canton-Kowloon 
Railway 
80~ devoted to the 
redemption of' Peking-
Hankow Railway & re-
maJ.ning 2~ for 
establishment of 
various industries. 
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Security 
The Railway 
The Railway 
F1.rst charges o 
property of the 
rail way and ita 
earnings 
Salt revenues to 
amount of Tae11 
2,~50,000 aye 
Sundry taxes of 
Chekiang, Kiangeu 
Hupeh & Chihli 
(Hopeh) Provinces 
Issue Price 
and Rate of 
Interest 
5:( per annum 
5~ per annum 
5'/o per annum 
payable half-
yearly 
Term 
)0 years 
repayment 
of prin-
Cl.pal 
commencing 
on expiry 
of 12-l/2 
years. 
5% per annum ~0 years 
untl.l Oct.5, 
19~), there-
after to 
redempt1on at 
4-l/2% per 
annum.. 
Issue price 
94. 
. 
AmortJ.zation 
By 18 annual drawings to com 
1Y20. The Chinese Governmen 
after Sept. 7, lYlY, increas~ 
amounts of redemption on giv 
6 months' notJ.ce. Additiona 
eo drawn before March 7, 19'• 
be redeemed at 102-1;2%, afte 
date at par. Serv1ce or loe.r 
payable by Chinese Governmen1 
days before due dates • 
----------------------------
By annual draw1ngs amounting 
1:.2~0,000 commencing Oct. 5, 1 
to Oct. 5, 19)8. ChJ.nese Jov 
may on 6 months' notJ.ce redee 
loan or any part thereof afte 
5, 192) at 102-1/2 and after 
19~1 at par. Loan•servJ.ce pa 
by ChJ.nese Government 10 day 
due dates. 
ence 
may 
ng 
bonds 
, to 
r that 
14 
0 
19 
rnment 
whole 
Oct. 
ct. 5, 
able 
before 
Bf'llance ot· 
PrJ.ncipa1 
Outstanding 
ot' the two 
J.eeues J.n 1903 
and 1907, Francs 
23,500,000 
(Jan. 1, 1Y~7) 
!71,111,~00 
(Jan. 1, 19~7) 
Remarks 
See FJ.rst issue (1903) for 
detaJ.ls 
See FJ.rst Issue (1903) for 
detaJ.ls. 
ReadJusted in August 1930. AmortJ.zation 
to begJ.n June 1, 1)1~7, principal to be 
pal.d wJ.thin maxJ.mum period of ~0 years, 
interest from June 1, 19~7, at 2-l/2~ 
per annum for fJ.rst 20 years. If net 
earnings over $~00,000 a year, surplus 
to be pal.d in increasing J.nterest to 
51 maximum, then for addJ.tional amor-
tization. From June 1, 1936, annual 
loan servJ.ce fund of $5)0,000 will be 
provJ.ded, of which 350,000 is to come 
from funds available to MinJ.Stry and 
$200,000 from earnings. From June 1941, 
thJ.s fund to be increased to feOO,OOO 
by MinJ.stry, to be used 1'or amortJ.zation 
o1' prJ.nc ipal. 4/5 o1' interest in arrears 
to be cancelled and non-J.nterest bearing 
scrip to be issued i'or remaining 1/5 
(~127,822) redeemable after redemption 
or capJ.tal. 
ThJ.s loan is under the care of the 
MinJ.stry of Finance. 
Ra1.1way 
l).T~e~tsl.n-Pukow 
Ra~1way Loan 
(Fust Issue) 
T~t1e ot' Loan 
Imperial Chinese 
Government 5% 
Tl.entsl.;n-Pukow 
Railway Loan 
14.Shanghal.-Haz~chow Imperl.al Chinese 
N1.ngpo Ra1.1way Government ~1 
Loan Shsughai-Hangchow 
lo .Kl.rin-Ghangchun 
Railway Loan 
lb.Tl.entsin-Pukow 
Railwav Loan 
(Second issue) 
17 .Hsinruntun-
Mukden Advance 
Nl.ngpo Rail way 
Loan. 
Date 
of Issue Underwriters 
March ~1, 1Y08 Anglo-Germ n 
(Chinese C nt:ra 
Railways, Ltd. 
~({:,; Deutsc 
Asiatische Ba.nkj 
6~;~) 
March b, l~ub Brl.tl.sh 
(Brl.~~oh & Uhl.ne 
Corporat~o , Lt 
Nov . 12, 1YU8 Japanese 
\tlouth ~.:ancrurl.a 
Railway Company) 
June 1~, 1909 Anglo-German 
(Chinese Central 
Railways, Ltd. & 
Deutsch-Asl.atl.ech 
Bank) 
Aug. 18, 1YU9 Japanese 
(South Manchlria 
Railway Co .) 
ur1.gina1 Princ~pal 
h::>,OOO,OOO 
British Portion: 
171,850,000 
German Portion: 
1!~,150,000 
171,500,000 
Yen 2,150,000 
17~,ouo,ooo 
Yen )201 000 
Purposes 
Construction of 
T~entsin-Pukow 
Ral.lway 
Construction and 
natl.onall.zatl.on 
of Shanghai-Hangchow-
Ningpo Railway 
Construction of 
the rail ·:ay 
Construction of nart 
of this railroad lying 
east or Liao River 
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Security 
Railway revenues 
Likin and Native 
Customs Revenues of 
Chihli, Shantu & 
Kiangsu Provinces 
Revenue of this 
line and surplu 
of Peking-Mukde 
Railway 
The ra~lway 
Revenues of 
ra1.lway & Frovi cial 
revenues & lik1 
-taxes. 
The railway 
Issue Price 
and Rate of 
Interest 
5% per annum 
Issue Price: 
98-1/4 
5% per annum 
Issue Price: 
99 
5t per anm.un 
Issue Price: 
9) 
51o per annum 
5J{; per anm.un 
Issue Fr1.ce: 
9) 
Term 
)0 years 
)0 years 
~5 years 
ltl years 
Amortl.zation 
By annual drawings commenci 
1918. on 6 months' not1.ce 
Chinese Government may incr 
redemption amounts on or a 
Apr~l 1, 1919, bonds so re 
deemed before Aprl.l 1, 1928 
at 10~-1/2, thereafter at p 
Annual repayment sum provl.d 
by Ohl.nese Governmeut in 2 
instalments, one 6 months a 
days in advance ot' drawing 
and other 14 days l.n advanc 
drawing dates. 
By annual drawings COm$enci 
191y. Oh~nese Government o 
6 months' not~ce may increa 
redempt~on amounts. Any bo 
so redeemed in advance on o 
before June 1, 1Y28, at 10~ 
thereafter at par. Princip 
repayments to be provided i 
two equal instalments, one 
6 months and 14 days in adv 
of drawing dates and other 
days in advance. 
3y forty equal semi-annual 
instalments, starting from 
6th year. No repayment in 
full allowed before expir-
ation of t~ll term. 
By t~rty-s~x equal semi-an 
instalments reckoning from 
date when the loan ~8 pal.d 
to,China. Ch1.nese Governme 
is precluded from paying of 
thl. 8 loan bet·ore expl.ration 
full term. 
.g 
a.se 
er 
r. 
d 
.d 14 
.a tee 
of 
g 
e 
ds 
1/2, 
i 
al 
e 
er 
Balance of 
Pr1.ncipa.1 
Outstanding 
Br1tish: 
'bl,l56,250 
German: 
},~,20:),000 
(Ja.n. l, 1937) 
Remarks 
ReadJusted February 19~6. Princ1.pa.1 
redempt1.on ~to eta.rt 1940 to be 
completed in40 years. Br1.tish 
interest resumed April l, 1936 
German interest resumed October 1, 
19;6; 2-112% per annum to 1938 a.nd 
5'{ thereafter. 4j5 o1· interest 1n 
arrears waived a.nd 1/~ f1fth 
converted into non-1.nterest bearing 
scrip (~78,811). Interest guaran-
teed by Customs, 1.f revenue from 
Railway insufficient. 
Th1s loan was redeemed in 1Yl7 by 
a. new loan. 
See F1rst Issue (lyo8) for details. 
Railway 
. Peking-Hankow 
Railway 
.T~entsin-Pukow 
Railway Loan 
(Third. Issue) 
• T~entsin-Pukow 
Rail way Loan 
(Fourth Issue) 
Imperial Chinese 
Government 
(Yuclruanpu) 
T~tle of Loan 
National Redemp-
tion Loan !'or the 
Peking-Hankow 
Railway 
Imperial Chinese 
Government 5% 
Tientsin-Pukow 
Railway Supple-
mentary Loau 
Imperial Chinese 
Government 5% 
Railway Loan of 
1911 . 
Date 
of Issue 
Aug. 1, 1)110 
Sept. 28, 1910 
Underwr~ters 
Br1 tish ~ 
(funn, F~sher 
& Company) 
Anglo-German 
(Chinese Central 
Railways, Ltd . 
& Deutsch-Asiatl. 
Bank) 
Anglo-German 
(Chinese Central 
Railways, Ltd. & 
Deutsch-Asl.atl.sc 
Bank) 
March 24, lYll Japanese 
(Yokohama Specie 
Bank) 
he 
Or1ginal Principal 
Tota1: b4,~oo,ooo 
Issued Nov .l, lYlU 
~,,,ooo,ooo 
German: hl,~~u,uuo 
Brl.tl.~h: 1,1,110,000 
Balance not l.esued 
on account. ot' 
European f~nancial 
crl.s~e . 
J,l,800,000 
Yen 10,000,000 
Purposes 
Supu1ementary to 
prev~ous issues 
Rep~ent of Board 
of Finance loan to 
Peking-Hankow Rly. 
& cap1tal and 
interest payments 
of var1ous railway 
loans. 
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Secur1ty 
Ra11way revenues 
F1rst charge on 
l1k1.n or Chihll., 
Shantung, Anhwei 
& K1.angsu, & Native 
Customs of' Huaian 
to Kaik\'Tan T 1 e . 
7,,uu,wo 
Peking-Hankow Rly. 
revenues, let c arge 
on Kiangsu Tribute 
Grain tax, amounting 
to Tls. 1,000,000 
per annum 
Issue Pr~ce 
and Rate of 
Interest. 
7% per annum 
5% per annum 
Issue pr1ce: 
100-lf 2 
5'b per annum 
5% per annum 
Term 
,o years 
/ { 
25 years { 
I 
Amort~zation 
By anma1 drawinr:s, commencing 
lYL1. Ch1nese Government has 
right on 6 months' notice to 
increase amount of redemption 
on or after 1921. Bonds 
redeemed in advance on or 
bet'ore Nov. 1, 19~ at a 
premium of 2-1;2%, thereafter 
at par. 
By 1~ annual drawings, commencing 
1YL1• Chinese Government has 
r1ght on 6 months' not~ce to 
u1crease amoun ot' redempt1 on. 
Up to and ~ncluuing 20th year, 
at 102-1/2• Instalments payable 
10 days bet'ore drawing dates. 
Balance of' 
Principal 
Outstanding 
Br1tish: 
.b888,0UO 
German: 
.bi,66L,750 
(Jan. 1, 19~7) 
l:,ofb,UUO 
(Jan. 1, 19.?7) 
Yen 10,000,000 
( 1Y.?7) 
Remarks 
Readjusted February 1Y.)6 on terms 
s1mi1ar as ~908-Y issue. Non-
1nterest bear1ng scr~p (.b4)4,20l) 
issued f'or 1/5 of interest coupons 
in arrears payabie after redemption 
of cap1tal; remaining 4;5 cancelled. 
See Third Issue (1910) for detai1s. 
Balance of 1910 Issue, .b1,800,000 
not placed abroad on account of' ar. 
Deutsch-Abiatische Bank asked to 
greut adva.1ces 1n lylQ-16, ho1 d1ng 
.b1,1~,uoo un~esued bonds as eecucity. 
F1nal arrangement made Dec. 1Y.?6 
whereby Deutsch-As1at1sche Bank 
accepted .bYOO,OOO as recogn1zed debt 
obl1gat1on, secured partly by .bb(b,UUO 
bonds, T1ents1n-Pukow German 1y!O 
Issue. These bonds not to be issued 
to pub11c, while balance of b456,UOO 
to be destroyed. 
Railway 
22.Hukuang Railways 
Loan (for Rail-
ways in Hunan, 
Hupeh and Kwang-
tung) 
2~.PekJ.ng-Hankow 
RaiJ.way 
~4.TJ.entein-Pukow 
Railway Loan 
~5.Nanchang-KJ.ukJ.ang 
Rail way Loan 
(Fust Issue 
2b. Lung-Hal. 
Ra11way Loau 
T1t1e of Loan 
' Imperial Chinese 
Government ~& 
Hukuang Rail ways 
SJ.nking Fund Gold 
Loan of 1911) 
National Redemp-
tJ.on Loan for 
Peking-Hankow Rly. 
Advance on 
Unissued Thuds 
Chine ee Renublic' 
Government.51o 
Gold Loan of' l>'.L~ 
Date 
of Issue 
May 20, 1911 
Underwriters 
Four-Power Con-
sortJ.um (Great 
Brltain, France, 
Germany and U • S .A. ) 
Dec. 11, 1Y1~ BrJ.tJ.sh (C1ty Sate 
Deposit & Agency 
Co.) 
JuJ.y 11, 1912 Anglo-German 
(Chinese Central 
RaJ.! Railways, Ltd . & 
Deutsch-Asiatiacbe 
Bank) 
Aug. J.~ and 
~e, 1y12 
Jt>-paneae 
( Indu stnal Bank 
March ~.L, lYl) BelgJ.an (G1e. 
xenerale dee 
Chenins de Fer 
et de Tramways 
en Chine. 
,Original Principal 
l:lb,OOO,OOO 
Total: 1:11,200,424 
1:1900,424 advanced 
by Deutsch-
Asiatische Bank 
1:1)00,000 advanced 
by Chinese Central 
Railways 
Yen 5,000,000 
Total: 1:110,000,000 
Issued, only 
1:14,000,000, on 
account of Great 
lar. 
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Purpose 
Redemption of various 
loans secured on the 
Hankow-Ganton-Szechwan 
Railways and railways 
in Hunan, Hupeh and 
Kwangtung Provinces 
To carry on construc-
tion, as t'inal series 
of Supplementary Loan 
of 1910 and Fourth 
Issue were not issued 
Construction of railway 
and redempt1on of out-
standing debts. 
Extension of line to 
Sian, Shensi 
Issue Price 
Security and Rate of 
Interest 
let charges on Salt 5% per annum 
Revenues to Tls . 950,000 
& various nrovincJ.al 
revenues. -If i dequate, 
Hunan & Hupeh revenues 
to be used. If tariff 
revJ.aed, becomes a let 
charge on increase of 
Customs revenue conse-
quent upon such revJ.sion. 
Prov1ncial reve es 
and Likin taxes . 
The railway 
Permanent way, ~ lling 
stock & net earnings. 
71/o per annum 
b-lj2lfo per 
annum, Issue 
Price 95 
5% per annum 
Term 
40 years 
15 years 
40 years 
! 
Amort1zat1on I 
I 
By anrD.lal drav11ngs commencing 
June ly~~ to June lY~l. Arter 
1~~~ Ohl.uese Government has r1 ht 
on b months 1 notice to 1.ncreaea 
amount 01 redempt1.on. Bonds 
redeemed 1.n advance up to 1Y28 
at a prem1.um o~ 2-112%, there-
after at par. 
By annual drawings commenc1.ng 
from the 11th year. 
At par in th1.rty years by 
annual draw1.n•r s commencing 
l:i~?· After lY~) on o months 1 
not1ce Chinese 1overnment has 
right to redeem in who.Le or 
1.n part by addltional drawings. 
Up to January 19)0 at c-1/c% 
prem1.um, thereafter at par. 
Ba.Lance of 
Pr1ncipal 
Outstandln~ 
lr+, ooo, uOO 
(Jan. 1, !Y)f) 
Remarks 
Th1 s loan under care of ~.hn1. atry o:t· 
F1.nance. 
Upou 1.ts me.tur1.ty, the currency of 
t-h1.e loan was extended for a further 
periuct of t·1.ve years. 
AdJusted August 1Y?6 asro.Llows: 
1-l;A l.ntereet for year commencing 
July 1, ly)6, increasin; annually by 
1; ~;& uat.l.l 4·b 1.s reached 1.n 1Y-+ljtt2 
and "to remain at 4% untllthe end. 
Iuterest pa.Ld annually t·or f1rst 5 
years, thereafter half-year.Ly. Prl.n-
cipal redemp"tion Jeg1ns Ju1y 1, .L:i47 
"to oe comp.Leved in )~ ye~rs. At'r.er 
repaym~nt 01 Pien!o Rai.Lway Loan th1.e 
l1ne to be embodled ln"to Lung-Hai 
Ral.LWay to serve as addl."tional 
eecur1.ty. 
Railway 
~7.Nank~ng-Shangh R . a~ 
a~l way Land L oan 
T .i.tJ.e ot· Loan 
.uhangha~-Feng~h~ng 
iurtgage R 
L 
edemptl.on 
oan 
Date 
of' Issue 
Oct • ~o, 1Y1 / 
Feb • 14, 1Y14 
Underwr~ terl 
Br~t1sh (Br: 
& Oh~nese 0< 
Ltd.) 
Bntish (Br· 
& Ch~nese C~ 
Ltd.) 
---
29.Nanchang-K k 
R 
. ~u ~ang 
~M=a~y-~lY~1~4-----------------------
Japanese 
(Industrial Bank) a~lway Loan 
(Second Issue) 
/O.Nanchang-K1uki 
Railway L ang oan 
(Third Issue) 
June lY/4 Japanese 
(Industr~al Bank) 
)l.Ssup~ngka;-~h ~~~~~::~::==~-=------------------------------:_---
... v eng- Ch· 
ch1atun Ra~lway 5~~nese Government D . Loan ·o Loan f'or B e~.; • 1/' l::t.t.:J J!:!.panese ~Yokohama Soec~• 
Bank) 
)2.K~~in-Ghangchun 
RaHway Loan 
(Revised) 
)).Taokow-Ghinr.hu 
R 
. o a 
a~lway Loan 
)4.Saupingkai-~h 
h 
v.eng-
c ~atun Rail way 
Loan 
s u~LCang 
sup~ngkai-U h Rail way •· eng~.;n1a ... un 
Oct .12, lY17 
·- ---· 
far • 27' 1~118 
Feb • l f' J.YH3 
~apanese (South 
,.anchur~a R . 
C 
a~1W8.J 
ompany) 
British (Pekin 
Syndicate' Ltd.) 
Japanese 
(Yokohama Specie 
Bank) 
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Issue Price 
and Rate of Term 
------------------------------------------------------------------------~I~n~t~e~r.~e~s;t ________________ __ SecuritY Pur poses 
Original Principal 6% per annum 
Issue -price: 
92 
Land of the railway 
To repay sums spent ~n -purchase of land },l':J,ooo 
SurplUS revenues of 
Peking-Mukden 
6~la per annum 
Issue -price: 
91 
20 years 
Railway 
Redem-ption of Yen 
2,ooo,ooo due Okura & 
Co. for construction of 
railway. --------------------------------------------------------------~-------------------------------------15 years 6-1/2'1{, per 
annum. Issue 
price 95 
The railway 
Yen 500,000 
-------- ------------------------------------------------------------------
6-1;2% per-
annum. Issue 
price 95 
The railway 
2~ years 
Yen 2,ooo,ooo 
Yen 2,ooo,ooo 
Yen 4,511,250 
u.s.$~oo,ooo 
Yen ~,boo,ooo 
The railway 
The railway 
Purchase of add~tional 
rolling-stock 
Provide additional funds 
for construction. 
The raHway 
The railway 
5% -per annum 40 years 
/0 years 
8% per annum 
-r'o -per annum One year 
Amort1.zat1.on 
To be r edeemed at par 1.n t'ive 
e qual annual instalments 
commencing December 1, 1~1~ 
or at any time on g1.ving six 
months' not.ice. 
By 10 annual drawings; tne 
loan serv1ce is payable 1) 
days before the due dates • 
. By semi-annual draw1.ngs 
commencing Hay lo, 1~2'+ to 
May 1::>, l'J~9 
By annual instalments of 
Yen 400,000 each, commenc iag 
on the lYt.h year after the 
dat.e of s1gning the contract. 
By annual drawinEs commencing 
in 1~~5; Chinese Government has 
r1ght on 6 months' not1.ce to 
increase redempt.1on amount on 
or after 1~~5, bunde redeemed 
in advance ot· 1~)4 at ~-1{2% 
prem1.um, tnerearter at par. 
Ch1nese Government not al~owed 
to redeem loan be1'vre expl.ra ~.. ion 
of period named. 
~y r1ve equal annual l.nstalme ts 
starting 12 months arter loan 
unt1l tully pa1.d. 
On~ weeks' advance not1ce, 
Gove'rnment may redeem total 
or part bet·ore mat.urity. 
Balance of' 
Pn.ncipal 
Outstanding 
:&~6~,~00 
(Jan. 1, l'J?7) 
Remarks 
In 1~~2 the currency of th1s loan 
was ext.ended t'o.r a period of e1x 
years beyond 1~29 
In 1'}2~, the currency o~ this loan 
was exteaded fur a period or Sl.X 
years beyond 1Y'7• 
Railway 
?~.Taokow-Ghinghua 
Railway Loan 
)b .Lung-Hai Railway 
Short-Term Loan 
T~ t1e o1' Loan 
Taokow-Chinghua 
Ra~lway Loan for 
the Purchase of 
Rolling Stock 
57 .Lung-Hai Treasury Chinese Government 
Notes of 1Y20 8% Treasury Notes 
of 1920 
)8 .Lung-Hai Treasury 
Notes of lY20 
?9.Chinghua-Mengh 
Rail way Loan 
~O.Peking-Mukden 
Railway Double 
Track Loan 
4l . Ssup~ng-kai­
Taonan Railway 
Loan 
s~en 
42. Nanchang-Kiukia 
Railway Loan 
(Fourth Issue) 
ng 
Date--------------------------
of Issue Underwr~ ters 
Mar. ), lYlY Br~tish 
(Pekin Syndicate, 
Ltd.) 
Apr~l 1~, 1919 Belgian (C!e 
Generale dee Cheains 
de Fer et de 
Tramways en Chine) 
May 1Y20 
Dec. 1b, lY20 
Belgian (Cia 
Genera1e des Cha.ina 
de Fer et de 
Tramways en ChiDe) 
Belgian (CJ.e 
Generale des Che~n 
de Fer et de 
Tramways en ChJ.ne) 
British 
(PekJ.n Syndicate, 
Ltd. ) 
8 
April 22, 1Y22 BritJ.sh (British 
& Chinese Corp . 
Ltd.) 
May )1, lY22 Japanese (South 
Manchur~a Railw&;~ 
Company) 
Japanese 
(Industnal Bank, 
. 
I 
0rJ.gina1 PrincJ.pa1 
Ll26,8)8 
Francs 20,000,000 
Belgian Francs 
1)7, 74),000 
Florins 
)0,7~0,000 
L87,)01 
~00,000 and 
$2,000,000 
Yen 1),700,000 and 
Yen ),000,000 (for 
Tseng-Tao Section) 
Yen 2,500,000 
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Issue Price 
Purposes Security and Rate of 
Interest 
Purchase of 100 freight Earninrr s of section 7-1(2% per 
cars from Taokow to Chinghua annum 
Completion of sections 
from Kwanyintang to 
Yellow River & Suchow 
The railway 
lst charge on 
permanent way, ~olling 
stock and net earnings . 
to Coast; harbor con-
struction near Haichow; 
Renayment of previous loans. I 
Construction of 
Chinghua-Menghsien 
Branch Railway 
Improvements and 
repayment of out-
standing debts. 
General guarantee 
of Chinese 
Government 
I 
The railway 
The railway 
The railway ,1 
1 
_j 
t% per annum 
8% per annum 
8~ per annum 
!11 per annum 
8% per annum 
9-1!211 per 
annum 
(-l(i!.% per 
annum 
Term 
10 years 
10 years 
15 years 
.L5 years 
I 
Amort~zat~un J 
Commencl.ng June )01 lY~l 
repayable in 10 equal 
anuual instalments. 
By annual draw~n ! s commencing 
July 1, 1Y~6 to July 1, LY)O 
I 
I 
By semi-annual instalments I 
of Y.en 250, uOO each, commencing 
May lo, ly)~, to May lb, 1Y?7. 
/ 
Balance ot' 
Pr~nc~pal 
Outstanding 
Belg1.an francs 
1)7, (4),000 
(Jan. 1, 1Y?7) 
Florins 
)U,(~O,OOO 
(Jan. 1, 1Y?7) 
~llO,b (9, 
(Jan. 1, 1Y?7) 
Remarks 
Readjusted ~n May ly_:X>. Redeemable 
withl.n 1~ years in equal instalments, 
at ~~,tl~~ commencing Ju1y lY/7, without 
further interest. 
PrJ.ncl.pal to be redeemed not later than 
July 1, lY~4, This loan replaced by new 
loan known as Ch1.nese J.overnment ~ 
Treasury Notes of 1Y~5. 
ReadJUsted May 1Y)6. Redeemable 
within . !~ ye~rs in equal annual 
instalments of ~lO,Ob), sLartl.ng 
Ju~y ly)b. No further interest 
payable. 
Railway 
4).Peking-Suiyuan 
Railway Treasury 
Notes 
44.Kiaochow-Tsinan 
Railway Purchase 
Treasury Notes 
TJ. t1 e of Loan 
Date 
ot· Issue 
8-l ~o Treasury Notes Oct.. • 2, 1Y~2 
of the Government 
of' the Republic of 
C ~ina, 1Y22-2) for the 
Supply ot' Railway ?.raterials 
Dec. 1~22 
UnderwrJ.tere 
Belgian (Socl.ete 
Belge d 1Entrepr1see 
en Ctine ) 
Japanese Government 
45.Lung-Hai Railway Chinese Government 
Treasury lrotes 8.~ Treasury Notes 
of' 1Y25 
Feb. lb, lY~ BelgJ.an(SocJ.ete 
Belge des Chemins 
de Fer en Chiue) 
46.Lung-Hai Railway 
Loan 
47.Kiaochow-Tsinan 
Railway Haten.als 
Loan 
48.TJ.entsin-Pukow 
Railway .fater1 a18 
Loan 
49.Canton-Hankow 
Railway Comple-
t.J.on Loan 
~O.Hunan-Hupeh 
Railway Materl.als 
Loan 
~l.Canton-Hankow 
Ral.l way Hatenal a 
Loan 
ChJ.nese RepublJ.c 
o% Go1 d Loan of 
1928 
Feb. 1)1)2 
Oct. 19)2 
Oct. 19)2 
Oct. 19;52 
Oct. 1Y;52 
Belgl.an (Banque 
Be1ge pour 
l 1Etranger) 
SJ.no-Sritish 
Indelllhity Fund 
Board 
Sino-British 
Indem mty Fund 
Board 
SJ.no-Brl.tish 
Indemm ty Fund 
Board 
Sl.no-Brl.tish 
Indemnity Fund 
Loan 
Sl.no-Britl.sh 
Indemnity Fund 
Board 
rJ.gJ.nal Principal 
elgl.an Francs 
98,000 
only France 
8,000,000 
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Purposes 
MaterJ.als for extension 
line from Paotow to 
NJ.nghsia 
Security 
asued - L800,000l_ __ ~----------------------
en 40,000,000 
Francs 21,250,000 
U.S.$5,000,000 
1,)50,000 
L240,000 
ls)O,OOO 
LlOO,OOO 
L)01 000 
Compensation for return The railway 
of Kiaochow-Tsinan Rly. 
to China by Japan under 
Shantung Agreement, 1922 
To replace 7% Bonds 
40~ for purchase of 
materials J.n Belg1um; 
)51o for other railways; 
2~1 for educational and 
philanthropic purposes. 
Purchase of Locomo-
tives, coaches, etc. 
Purchase of Locomo-
tives, coaches, 
materials. 
Purchase of materJ.ala 
for Shaochow-Ghuchow 
Section 
Purchase of rails & 
sleepers 
Purchase of coaches 
The rail way 
Belgian portl.on o 
Boxer IndemnJ.ty 
Revenues of railway 
& Ml.nl.stry of ra~l ways 
Revenues of railway 
& Ministry o1' rail ways 
Revenues of railway 
& ~hmstry of railways 
Revenues of rail ay 
& Mim. stry of rail ways 
Revenues of rail ay 
& A1n1stry or railways 
Issue Price 
and Rate of 
Interest 
8:~ per annum 
Issue pr1.ce: 
87 
6% per annum 
5~ per annum 
o% per annum 
51 per annum 
5'& uer annum 
5% per annum 
5~ per annum 
5"1o per annum 
Term 
10 years 
15 years 
14 years 
4 years 
8 years 
9 years 
11 years 
4 years 
Amort1.zation 
F1.ve annual instalments 
commencing Dec. 1, 1928 
The Chinese Goverrunent may 
on 7 months' not1.ce redeem 
whole loan or any part 
thereof' after 1928. 
By 5 equal annual instalments 
between 19)1 and 1Y)5 
I 
Balance of 
Prl.ncipal 
Outstanding 
:&eoo,ooo 
(Jan. 1, 1Y~7) 
Francs 
~1,2~0,u00 
(Jan. 1, 19)7) 
Remarks 
------------------------------~--------------·----------·--------------------------------------
By means of 26 semi-annual 
drawin~s from July lY2$ 
to January 1Y41. 
December 1Y)6 
Repayment o:r principal by 
semi-annual insvalment. 
Repaymeut of prl.nc ipal 
commenc1.ng ~th year. 
Repayment of princip~l 
commencing jth year. 
Repayment of prl.ncipa.L by 
sem1.-annua1 instalment. 
I 
Thl.s loan under tne care of Minl.stry 
or F1.na.nce. 
Used on Pel.pl.ng-Liaoning Railway: 
:&10,000. 
------·-nate L----------T-~-t-l_e_ of Loan of Is sue Underwriters 
Railway 
~~.T~ents~n-Pukow October 19?2 
Sino-British 
Indemnity Fui 
Board 
Rail way Ferry 
L--C~o-n--st_r_u_c_t_~_·o_n _ L_o_e.n ______________________________ ____ lo~2 Chung He.ing l!ovember 7/ Mining Compe 
;.Lung-Hai Railway 
Branch L~ne 
Construction Loan 
54.French Hater~al 
LoaH 
-
55.Lung-Re.i Railway 
Redemption Loan 
5b.Co.nton-Hs.nkow 
Railway Completion 
Loan 
57.Fl.rst-Term Railway 
Reconstruction Bonds 
--------------------------
Kincheng, & 
Jan. 1, 1~?4 
-------------------------------------J:u:ne lY~ 
~~.Rune.n-Hupeh 
Rail way Loan 
French 
Compe.rue• 
Bank of Ch~ 
of CtJ.mmo.ni• 
Chine. & So 
K~ncheng & 
Banks 
s1 no-Brit: 
Boxer Ind• 
Fund Boar 
Chinese E 
synch.catE 
German F: 
otto ·.vol: 
Farmere 
o1' ChiT 
Original Pr1nc~pa.l 
1.240,000 
$1,000,000 
Francs 56,000,000 
$;,500,000 
Purposes 
Construction of Tra.1.n 
Ferry between Nanking 
and Pukow 
Construction of 
Ta.iyua.n industrial 
line. 
Purchase of railway 
euppl1es 
Redemptlon of' 8% 
Short-Term Advance 
of 1)124 
-125-
Secunty 
Ferry revenues & 
Mim. etry of Railways 
Property ot' line 
Surplus revenues of 
Chengting-Ta.1yuaa 
Railway 
Surplus revenue om 
Chengtin~-Taiyuaa & 
Tungkwa.n-Sia.n Seetion 
of Lung-Ha.i Railway 
Issue Pr1ce 
and Rate of 
Interest 
5% per annum 
8% per annum 
Term 
8 years 
5 years 
5 c!asses from 7 years 
8~ to 6-112• 
per annum. 
8% per anmun 7 years 
r . 
l 
------------------------------------------------------~---------------------------- ~ 
l.l,b60,000 and 
$;o,ooo,ooo 
$12,000,000 
$1UO,u00 
Compl.et1on of 
Ca.nton-.a.n.kow Railway 
Revenues of Railway & 
those Gf Pe1p1ng• 
Hank ow Rail way 
Secur1ty w1th $12,UOO,u00 Surplus revenues or 
Yushan-P1nghs1a.ng Railway National Rai!ways 
Bonds of 1Y)4 fof a. loan 
ot' $8,000,000 by 3a.nk ot' 
Ch1na for constructJ.on 
or Husnan-Na.nchang Railway 
and for advances in the 
shape or ma.~er1.e.1s ~o~al11ng 
$~,uu0,u00 r·ur buuaing and 
equ1pmenL o!' the Yusha.n-
Ne.nche.ng Railway. • 
Advance for running 
expenses 
Half o!' daily 
revenues 
5~ per anmun 
b% per annum 
paya.b!e half-
yearly 
~ years 
8 years 
101o per month one year 
• 
Amort1zation 
One dollar on each ton ot' coal 
tr~neported 1s deducted for 
repayment o!' princ1pa.1 and 
interest commenc1ng March 1, 
1Y'5 
Repayment of pr1ncipa.l by 11 
instalments commencing January 
l~~-
$500,000 every year. 
Repayment of' pr1nc~pal 
commences 1':1?7 
By 1b instalments by dra.w1ng 
v1h1ch commences June ;>0, 1':),5. 
Payment 1n defa.u!t (19~) ' . 
I 
59.French Matenal 
Loan 
bO.Eunan-Hupeh 
Railway Short-
Term Loan 
bl.Hunan-Hupeh 
RaHway Loan 
62.Kailan l .. ining 
Adinnl.stration 
Loan 
6~.Hunan-Hupeh 
Second-Term 
Mater 1.al Loe.u 
64.Sl.an-Paok~ 
Construct ion 
Loan 
6~.Ce.nton-He.nkow 
Rail way Com-
piet.ion Loan 
T~ t1e o1' Loan 
66.Kl.e.ngnaft-Re.ilwe.y 
Loan 
Date 
of Issue 
April, lY~:> 
Aprl.l, 1~~ 
May, 1~)::> 
May, 1~~~ 
May, 1Y~5 
May d, 1~~5 
June, 1~)5 
Underwr~ters 
French CompaJ 
Shanghai Comr 
& Sav1ngs Ba1 
Bank of Agr ic 
& Commerce, l 
Kailan lhn~n 
Adminl. strati 
S~no-Brl. tiel". 
Indemnity F'u 
Board. 
Bank of C hir 
Commun1.ce.tic 
China & Sou1 
K~ncheng,. St 
Honkong & S, 
Be.nk~ng Cor· 
Br~t~sh & C 
Corp. Ltd., 
Commun1.ce.ti 
Ch1.ne., Cent 
of' Chine.. 
Bank of Com 
Bank of Chi 
Shanghai Cc 
& Savl.nCI's ~ 
Or~ginal Principal 
64::>0,000 
1)0,000 
1uo,ouo 
t:>,ooo,ouo 
l:r100,000 
1,1,500,000 
l,oOO,OOO 
--------------------------------------------------·-------S~i-n-o--~Brl.ti! t,luO,uoo 
67.Hune.n-Hupeh Railway 
Thl.rd-1erm Material 
Loan 
Indemnity 1 
Board 
-!LO-
Purposes 
Purchase of ra1.1way 
supp!l.es for con-
structl.on of Sian-Paokl. 
sect1.on of Lung-He.~ R1y. 
Railway Me.int~nance 
Railway me.iutena.nce 
Comp1et-.ion of Ca.ut.on-
Hankow Rail way 
Purcne.se o1' railway 
suppll.es 1'or tne l1ne 
Construct~on of Sian-
Paoki Rail way 
Constructl.on or 
Nank1ng-Sunch1.apu 
Railway 
Rehabl.l~tation of 
the rail way 
Secur1.ty 
Surplus revenue f 
Chengt~ng-Taiyuan 
Railway 
Issue Pr~ce 
and Rate of 
Interest 
b-1! ~~ per 
annum 
Term 
7 years 
lu~ per month 1 year 
HaJ.1' of the daily 
revern.les. 
lo% per month 1 year 
Coal transport. o the 
Peiping-L1.aon1.ng Rly . 
Revern.le o1· tne r ilway 
Revenues from coal trans-
7% per annum 
5~ per annum 
port for Kal.!an · Chung 101& per month 
Hs1n Minl.ng Compe.n~es. 
Br1tish Indemni~y Funds 6% per annum 
$~,uoo,uoo Bonds 
1.ssued by the Ra lway 
Company 
lU~ per month 
Revenues of the ailway 5~ per annum 
7 years 
4 years 
1~-1/2 
years 
)b years 
Amortl.zat.l.on 
Repayment of' pr1.nc1pal start.. 
Jttnuary lY~ 
Repayment in default (1936) 
Repayment of principal and 
payment o1· interest c ommenc in 
Jamtary 1, 1Y?7 from the 
revenues or coal transport fo 
the Ka.il an .~1ning Adminl.Strat 
Repayment of' pr1nc1pal by ~ 
semi-annual instalments. 
Commencing June 1~)6. 
-----------------------------
9y 25 sem1-annual drawings. 
Repayment cf principal by 24 e 
annual ~nstalments. 
Rau way T~tle of Loan Date of Issue Underwr
1 
Or~g~nal Princ~pal 
--------------------68.Second-Term 
Rail way ec on-
struction 
Bonds 
69.Canton-Hankow 
Rail v;ay Material 
Loan 
~O .Canton-Hankow 
Railway Com-
pletion Loan 
l.Chekiang-K~angsi 
Railway Loan 
.Canton-Hankow 
Rail way Loan 
.Nanking-Shanghai 
Railway Loan 
.Hunan-Hupeh 
Railway Loan 
---
Feb. 1, 1956 
Feb. 6, 19)6 
Feb. 1Y:56 
Feb. 11, 1936 
---
.March, 19)6 
March, 19:56 
--
March, '19:56 
Chinese 
Syndica1 
by Bank 
ana the 
firm of 
olf'f (:!< 
Sino-Br~i 
Indemnit, 
Board ' 
Bank of C 
Nanking E 
Bank of' c: 
Commun1ca· 
Farmers', 
Sinhua, Yt 
Postal Ret 
.& Sanngs 
Ch1na Deve 
Finance Cc 
Kincheng, 
South'!_eas, 
Banks 
ShanghaJ. C< 
& Savinr-;s I 
Bank of Con 
P.ankow Brar. 
2.7,000,000 
~,200,000 
:2,~00,00 
$10,000,000 
$1,b;>8,000 
2.,000,000 
bU,OOO 
Purposes Security 
Sur!11Us or alJ. 
Government Railways 
To serve as secur~ty t'or 
loan of lO,uuo,uuo for 
construct~on of Nanchang-
P~nghs~ang Raly. by eight 
Ch~nese banks headed by 
Bank of Chi(la & Otto 'iolff, 
Koln, as security for 
advance in shape ot· mater-
ial, approx. $lO,uUO,OOO ~n 
value. 
Railway suppl~es t'or 
Canton-Hankow, Peip~ng­
Hankow, T~entsin-Pukow 
& Lung-H~i Railways 
Construct~on of un-
f~n~shed sect~on of 
Canton-Hankow Rly. 
Conetruct~on of 
Nanchang-P~nghsiang 
Railway 
Rehab~l~tatJ.on of 
Cant.on-Haukow R1y. 
Advaace for main-
tenance ot· rail way 
Advance 
Revenues ot' the 
Canton-Hankow 
Railway 
Funas from s~no­
Br~t~sh Indemn~ty 
Fund Board 
$~7,0UO,OOO Bonds 
~ssued by the Company 
and property or the 
Rai1way. 
Funas from the Sino-
Brlt~sh Indemn~ty 
Fund Board 
Revenues ot' rail way 
Revenues ot' railway; 
Issue Pr~ce 
and Ra"te or 
Interest 
6% per annum 
51a per annum 
Term 
lU years 
45 years. 
y% per month One year 
lo% per annum ~ years 
c;,'t, per month 15 mon"ths 
71o per annum 2 years 
10% per month 6 months 
Amort1zation 
21 ~ns~..alments by sem~-annual 
drawings which commence June :50, 
1Y)6 
Repayment ot' pnncipal at the 
6th year by semi-annual instalmentE 
Febru':ry 19')7 
By semi- annual instalments. 
ovember, 19)7 
July, 19:58 
Repayment of pr~nc1.pal ~u 
default ( 1~:56). 
Railway 
75.Thud-Term 
Rail way Recon-
struction Bonds: 
Fust Issue 
76.Szechwan-Hunan & 
Szechwan-Shensi 
Rail ways Loan 
77.Shanghai-Hangchow-
Ningpo Railway 
Completion Loan 
Title of Loan 
78.Szechwa.n-Huna.n & 
Szechwan-Shensi 
Ra~lway Construction 
Loan 
(9.Szechwan-Euuan & 
Szechwan-Shensi 
Rail way Construction 
Loan 
Date 
of Issue Underwr~terE 0r~g~na1 Princ~pal 
- ·--·- ~--------
March, 1936 
April, 19~ 
May 8, 19)6 
May, 19)6 
July, 19~ 
Bank of Chiru 
Commun~cati01 
Central Bank 
Br~ tish ( Bri 1 
Chinese Corp. 
Chinese ( Chir 
I Development F 
Corporation 
Farmers' Bank 
Ch~na 
40,000,000 beJ.ng 
part of the Railway 
$22,000,000 
'bl,lOO,OOO 
),000,000 
Postal RemJ.t~~ $1,000,000 
& Sav1ngs Bati.l 
-1~8-
Purposes Secun.ty 
Construction of the Revenues from new 
Hunan-Kwe~chow, Szechwan Railways and surplue 
Kwangs1 Trunk lines, revenuAs of ex~st~ng 
extensions of Pe~ping- nat1ona.L ra~lways. 
Su~yuan, Chengt~ng-Taiyuan, 
Lung-Hai, K~a.ochow-Ts1nan. 
Secur~ty for $)~,000,000 
loan to extent of $8,000,000 
by each of the three Govern-
ment banks and $e,ooo,ooo 
togeth~r by Four-Be.,~ Jo~nt 
Savings SocJ.ety. 
Issue Price 
and Rate of 
Interest 
6% per anrrum 
ConatructJ.on of raJ.lwaya J.n 
Szechwan, Hunan and 
TJ.entsin-Puk w Rly. 8% per annum 
Bonds and ~rd Term 
Shensl. Prov1nces Railway Reco struct~on 
Repayment ot' $225,000 1 ad-
vauce by Syndicate , May 
lY?~; fUll payment or 
ba.Lance due by Govern-
ment to Chekiang & K1ang-
su Prov.LncJ.al R1y. Com-
panJ.es. (Resumption 
Agreement of 1914); Com-
pletion ot' ShanghaJ.-
Hangchow-Ningpo R1y, in-
cluding Chientang River 
BrJ.dge; ConstructJ.on or Nan-
shiach1ao Branch L~ne, pay-
ment of underframes and 
necessary coach ouilaing. 
Bonds 
Revenues of a1.Lwa.y, 
7CJ'fo ot· reveme ot' 
Chienta.ng River 
Br1dge and, if 
1nsuff1cient, General 
Revenues of the 
Chinese Government. 
ConstructJ.on of railways 
in Szechwan, Hunan and 
Shensi Provinces 
Tientsin-Pukow Railway 
Bonus and the ~rd Term 
R!y. Reconstruc~ion 
Bonds. 
Construction of railways 
in Szechwan, Funan and 
Shensi Prov1nces. 
TientsJ.n-Pukow Railway 
Bonds and the ~rd Term 
Rly. Reconstructi n 
Bonds. 
6 -"{, per e.nrrum 
Issue Pr.Lce: 
81o per annum 
8:'~ per annum 
Term 
~0 years 
One year 
~5 years 
One year 
One year 
AmortJ.zation 
Repayment of pr1ncipal by 20 
annual drawin~s of ~~,000,0~ 
begJ.nning in l937· ' 
May, 19?8 
Repayment of' !'rincipal shall 
commence aft~r the expiry of 
years; redeemable before the 
year by payment of 2-l/2}~ pr< 
after 16th year redeemable w: 
premium. 
May, 19?8 
Ral.lway 
80.Pe1p1ng-Hankow 
Rail 1ay Loan 
8l.Soochow-Kashing 
Rai1way Con-
struction Loan 
82.Peipl.ng-tiaoning 
Rail way Loan 
8;>.Pelpl.ng-Liaoning 
Ra1lwav Loan 
84.Cheklang-Kiangsl. 
Rail way Loan 
8b.Nank~ng-Kiangsl. 
Rail way J..oan 
8b.Chengtu-Chungkl.ng 
Rail way Loan 
1'1t1e ot' Loan 
Date 
01 Issue UnderwrJ.tere Or1gina1 PrJ.ncipal 
July, 19/6 
July, 1~~6 
August, 19?6 
August., 19/6 
Dec., 19)6 
Chung Foh Mi 
Company 
Bank of Chir 
CommunJ.catic 
rational Con 
ChekJ.ang Ind 
and . ingpo c 
Bank ot· Chir 
Bank of Comn 
cat. ions. 
Hopei Provu 
Bank 
Bank o:t' Chir 
Farmers 1 Bar 
k1ang Indus 
Dec. 1~, 19~6" Bank of Comr 
cat1ons, Fa1 
Kincheng, Cc 
Saiv 1 Crt.~..na 
oeas, Natiot 
Commercial ! 
Four-Bank J < 
3avJ.ngs Soc! 
Dec. lo, 19;6 French Sym1: 
headed by Bt 
Franco-Ch1n• 
pour le CoiDJ 
et l 1 Indust: 
Trustees: c: 
Development 
Corporation 
$600,000 
$500,000 
$1,000,000 
1,000,000 
2,800,000 
14,000,000 
~,:JOO,OOO 
-1~9-
Purposes Security 
Construction of a branch Coal trausport c arges 
line from Taokow to of Chung Foh tUning 
Neihuang Company 
ConstructJ.on or the line 
Advance 
Advance 
Re-laying track on 
Hangchow-Yushan 
section. 
Construction of the 
Hsuancheng-Kweichi 
section ot' the 
Nanking-Kiangsi 
Railway 
Construction of' 
Chengtu-Chungking 
Rail way for the 
Chuan Chien Ra1lway 
Comoany 
Third-Term RaihYay 
Recunstruction Bonde 
and the property of 
the line. 
Reverues of' the 
railway 
Railway revenues, es-
pecially from Katlan 
Mining Administration 
coal transport. 
First-Term Rai1way 
Reccnstruction Bonds 
& 1ncreased reve e 
of the railway. 
14,000,000 Railw y 
Reconstruction 
Bonds 
Unccndl.tl.onal 
guarantee by the 
.. hnistry of 
Ra1lways 
Issue Pr1ce 
and Rate of 
Interest 
&& per annum 
10~ per anrnun 
9% per month 
Term 
? years 
? years 
7 months 
9.~ per month Nov. 1~?7 
9to per month 
9% per month 1~ years 
9% per month 10 years 
AmortJ.zation 
Repayment of princ1pal by ' 
annual instalments. 
July, 19£+0 
·Repayment of principal 
commences September 10, 19?7 
by monthly 1nstalments . 
Repayment of principal by 
monthly J.nstalments commenci 
March 15, 19?7 
~ 
By semi-annual instalments i 
June and December of each ye 
Ra11way 
87.Hunan-Kweichow 
Rni1way Material 
Loau 
88.Chekiang-Klangei 
Railway Material 
Loan 
89.PaoKi-Ghengtu 
Railway Cred1 t 
Loan 
T1 t1e oi' Loan 
Date 
of Issue 
Dec. 1Y,6 
Dec. 19)6 
Jan. 1Y?7 
U nderwr 1 ter s 
German (~essrs. 
Otto olt'f o1' Ko1n 
Fr1edrich Krupp, 
Ferrostaal, 
Stahlunion-Export) 
Czechoslovaldan 
( h tcovice Iron 
& Steel Vorks) 
Belgian (C1e. 
Geuerale de Chem1n 
de Fer et de 
Tramways en Ch1ne) 
Source: Cheng L1n, The Ch1nese R~11ways, Past and Present, 
(Shanghai, lY)7) pp. 4Y-f7• 
Pr1ncipal 
o.ooo,ooo 
Belg1an Francs 
450,000,000 
avn1lable in 
railway 
mater1al 
oruy. 
Purposes 
)O,OUO,UuO t·or con-
struction of Hunan-
Kwelchow R~ilway and 
10, ooo.ooo r·or repair 
<ork on Yellow R1ver 
Br~dge on Pelplng-
Hankow Rai 1 way 
Mater.ial supp11es 1'or 
re-1~y1ng track of 
Hangchow-Yushan 
section. 
Construction of rail-
way from Paold to 
Chengtu, via T1enshui 
in Southeastern Kansu 
Issue Pr1ce · 
Secur1ty and Rate 
of Interest 
Property of the 6% per annum 
Railwav and revenues 
Uncona.1t1onal guarantee 4% per annum 
of Ministry of Ra11ways 
Revenue of Railway and 6% per annum 
guarantee of M1 u1stry 
of Railways 
Term 
10 ye.a.rs 
for 
)0,000,000 
12 years 
for 
ilo.ooo,ooo 
6 years 
7 years 
-151-
• (Besides the secured loans in the preceding table, 
:!..J.._:.:~.:=!.:::::.:::~~~..::::..=.:::.~:........:..=~~.;;. there have been adv s.nces t o railways for which 
bonds have not been issued.) 
Original 
Date Underwriters Principal Security Interest Remarks 
~ ----~------------------------------·------------------------·-----
Pukow""':Sinyang 
Railwdy 
Tatung Chengtu 
Railwa 
Nanking-Hunan 
!tail way 
Pukow-Sinyang 
Railway 
Chuchm:JCh1nchow 
Railway \ 
I 
I 
Kaoni-SJchow 
Shunte-'ltsinan 
Rail way~ 
I 
I 
Canton-K/owloon 
Rail way 
I 
1915 British (British l:r1Y8,792 
& Chinese Corp., 
Ltd.) 
191:) Belg~an (Soc1.ete 'bTf0,2l -( 
Belge des Chemins and Francs 
de Fer en Chine) 5,t Yb,!:>18 
1914 British (British : $) , (4!:>,455 
& Chinese Corp., 
Ltd.) 
1916 British (British l. 8,464 
& Chinese Corp., 
Ltd.) 
1916 Amer1.can (Amer1.can u.s. 
Internat ional Corp.) $~,))4,598 
1918 Japanese (Indus-
tr1.al Bank, Bank 
Chosen, and Bank 
Taiwan) 
1918 British (British 
& Chinese Corp. 
Ltd.) 
Yen 
of 25 ,600,000 
of 
'b 'l-,505 
No specific 6:1o per annum 
secur ity 
No specific · 6% per annum Rete of 
security 
No spec It"IC 7% per annum 
security 
No specif.i.c 7% per annum 
security 
No spec if'ic 7% per annum 
security 
No specit'ic 8% p·3r annum 
security 
Chinese Gov. 8% per annum 
s hare of 
Nanking-Shanghai 
Railway's net profits. 
interest 
reduced 
& read-
justed 
in 19)!:> 
----~----------------- ------
Lung-Hai Railway 1918 Belgian(Societe 
Bel g;e des Chemins 
de Fer en Chine) 
& Chinese banking 
group. 
:~ :::> , 000, 000 No specif ic 
security 
8% per annum 
-1)2-
Ad ances to Various Railwa s (continued) . 
Railway 
Nanking-Shanghai 
Railway 
Nanchang-Kuikiang 
Rail war 
Date 
lY~ 
(April) 
Underwriters 
Brltlsh ( Brltish 
& Chinese Corp., 
Ltd.) 
J apanese (Japan 
Industrial Bank 
and the East Asia 
Industrial Co.) 
Or~ginal 
Principal 
~!1 ~56' uoo 
Yen 
18,000,000 
Security 
No specific 
security 
Interest Remarks 
B?fo per annum 
6% -oer annum 
Remarks: This loan is made as a readjust-ment oi' the 
or~g inal loans of lO,UOO,OOO Yen and ite 
interest of' 8,000,000 Yen. 
Source: Cheng Ling, The Chinese R ·1 p a~ ways, ast and Pr esent, (Shanghai, 1Y~7) 
pp. 77 - 79 ./ 
-1:?,_ 
The usual security is a first mortgage on the properties of 
the line, in some cases the Government revenues are added as additional 
security. 11anagement and control of the railway is nominally under 
the Lanaging Director, the mortgagees nominating the technical foreign 
staff. A commission of one-quarter of one per cent is usual l y received 
by the financial agents arran!::ing t ;,e loan, although a lump sum is some-
times agreed upon.(7) 
At first, Britain led other foreign countries in amount of 
re.il way investments in China, but more recently Japan 1 s investments 
have exceeded the British. Modern Chinese banks are now tak1ng an 
important part in ~he financing of the railways. 
Disadvantages of e~·!y r~ilroad loan contracts. 
Chinese loans from foreign countries might be said to have 
begun with loans entered into in order to meet the Japanese war indem-
nity, s.nd which were dominated by politics and brought little in the 
way of new t'unds for productive investment into China. After the 
granting of the early railway concessions, the Chinese Government bor-
rowed on a considerable scale, for China, in order to construct rail-
ways. This resulted in an increase in foreign borrowings between 1902 
and 1914. 
This period came to an end in the first years of the Chinese 
Republican Government, and between 1914 and 1931 obligations of the 
Chinese Government increased little. Funds during these years came 
mainly from Japan and were associated with Japanese political policy. 
Since 1928, when the Nationalist Government became firmly established, 
(r) Cheng Lin, The Chinese Rail ways, Past and Present, (Shanghai, 1937) 
P• 79 
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foreign borrowing was not attempted tmtil 1932.~8) 
China 1 s unt·ortunate experiences with her early loans _were 
largely due to the motive of the foreign investors, which mainly 
were dominated by the desire for power and gain. The methods used in 
the early loans stiU lersist to some degree to the present day, and 
constitute one of the fs.ctors which impede the working of the Chinese 
railways at highest efficiency. Foreign investors made many demands 
.... 
which China was forced to meet if railroads were to be constructed. 
In many cases, creditors not only appointed the Chief Engineer and 
Chief Accountant, but also participated in the general administration 
of railways already mortgaged as secur~ty, and in some instances these 
loans were also secured by guarantees by the Chinese Government revenues. 
Creditors also stipula.ted that purchases of railway materials be made 
through the agents t'or the loans, and repairs were done under super-
vision of the creditors. Discounts were unnecessarily high, and agents 
also received bonus and commission. If any branches or extensions were 
to be built, or any railways constructed within designated areas, the 
creditors also had a virtual monopijly on the control of these lines. 
Not only in the financial arrangements was China hampered in building 
up an effective railway system, but each country built the railway it 
was interested in to suit its own needs and no co-operation or planning 
was evinced. 
Corruption of Chinese and f oreign officials. 
It must also be stated that in the early days of r ailroad 
(8) C. F. Remer, Foreign Investments in China, . ( New York, 1933) 
pp.l47-8 
building, vice and dishonesty we r e much in evidence. However, it was 
not only Chinese officials who were guilty, as the foreign lenders were 
notorious for the lack of scruple about means of gaining their ends. 
Th1s period of corruption on all sides made it extremely difficult for 
China to secure funds, and opened the way for foreign demands in regard 
to administration of funds and supervision of railroads. However, this 
foreign supervision was not entirely guiltless, as the foreign Chief 
Accountant of the Canton-Kowloon Railway embezzled a huge sum after 
construction of the railroad had been under way about a year, and a 
),000,000-Tael graft was discovered in the foreign-controlled Account-
ant's Department of the Tientsin-Pukow Railway.(9) 
Spheres of influence and consequent exploitation of China. 
The problem of ra.ilroad loans was made more difficult by the 
various "spheres of influence" existing in China, which left the country 
with no other course than to secure loans from the government whose 
particular 11 ephere 11 happened to be the distr1ct in which China wished 
to construct railroads, and in e_ few instances the foreigners them-
selves first decided what they wanted and then demanded through Chinese 
official-s that their desires be granted. There is no doubt that China 
was exploited by foreign money-lenders in the beginning of t he railroad 
construction, as the f'ollo'!:ing illustrations will serve to authenticate; 
1. The China Rail way Comps.ny and the Societe Financiere et 
Industrielle Belge en Chine signed a provisional contract in 1897 
for a loan of 112,500,000 Francs, or b4,500,000. Interest was agreeQ 
(9) Cheng Lin, The Chinese Railways, Part and Present, (S~anghai, 19) 7) 
P• 89 
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t o be paid at the rate ·of 4% per annum. Two months after the signing 
of the contract, the Belgian company insisted that China increase the 
rate of interest to 4.4%, as they had found it impossible to float the 
loan at the 4% rate. HoYiever, the Belgian company still coul d not 
float the loan at the 4.4% rate and demanded that the Chinese agree to 
a 5% interest rate. A~ter using diplomatic pressure with the help of 
France and Russia, the Belgian company finally secured the signature 
of the China Rail way Company agreeing to the 5% rate more than a year 
after the original contract had been signed.(lO) 
2. T-he American China Development Company found t hemselves 
unable to execute t heir contr.act for the Canton-Hankow Rail way because 
of the outbreak of the Sps.nish-American War. This contract stated that 
the interests arising under it were non-transferable. However, the 
Americans transferred their interests to Bel g i an hands and demanded 
$6 ,250,000(U.S.)for China 1s cancellation of the contract, although the 
American Company had committed a breach entitling China to rescind.(ll) 
). The agreement between the Chinese Government and the 
Br~tish & Chinese Corporation, Limited, stJ.pulated that vmrk on the 
Shanghai-Hangchow-Ningpo Railway was to start within six months of the 
signing of the contract, or else the agreement would become null and 
void. These conditions were not fulfilled, as the Corporation was 
too busy developing other concessions, and the Government notified the 
Corporation that the agreed date had passed, but the Corporation paid 
no attention to the notice. Consequently the Government transferred 
the right of construction to the Chinese companies wh~ch were ready . 
(10) Ibid., P• 90 
(11) Ibid., P• 91 
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to undertake the venture. The Corporation made protest to the Chinese 
Government and diplomatic pressure .was exerted on the Chinese whereby 
they accepted a loan of bl,500,0CO. Because the Chinese companies had 
ample funds with which to complete the line, this loan was not spent on 
the railway, but was used in loans to local banks at higher rates of 
interest.(l2) 
4. In 1911, a loan for b5,500,000 was negotiated with British, 
French, and German banking groups. This was known as the Hukuang Rail-
ways Sinking Fund Gold Loan of 1911. When other foreign governments 
learned of the arrangements for this loan, a fight ensue·d· for the right 
to participate in the loan. After much negotiation, the loan was i n-
creased by b500,000 in order to admit American banking groups. Tmts it 
would seem that the loan was arranged more to meet the demands of the 
banking groups interested than for the actual needs of China.(l)) 
The World War in 1914 brought this period of railway loans to 
a close, as the Western nations upon whom China depended for funds were 
occupied in a quarrel among themselves, and during this period Japanese 
loans for railway construction in Manchuria increased. 
New Era of Railway Administration. 
In 1928, with the establishment of the Nationalist Government, 
e. Ministry of' Railways was formed. This was the f'irst time the rai lroads 
had been under separate administration, having been previously under the 
control, at different times, of the Board of Navy, of Posts, of Commerce, 
or the Ministry of Communications. From 1928-19)6, interest in railway 
(12) Ibid., P• 92 
(l)) Ibid., P• 9) 
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construction increased and much was accomplished in the way of recon-
struction of existing lines and construction of new ones. China herself 
is responsib1e for this increased interest and construction, and the 
greater part has been accomplished with her own capital by Government 
appropriations and loans from Chinese banks. What foreign funds were 
used came from loans and appropriations from French and English Boxer 
Indemnity Refunds.(l4) 
Belgium and China also signed an agreement in 1925 remitt ing 
funds, to be apportioned as follows: 4o1o for the purchase of niaterials 
for the Lung-Hai Railway; )5fo f or the purchase of material for other 
rail ways; and 25% for educational and charitable purposes. The fund 
might also be used to create a sinking fund for the issue of $5,000,000, 
(U.S.) Treasury Bonds. The Lung-Hai portion was used to purchase materials 
f or the construction of the Linpai-Tungkwan section. Over ~ 780,000(U.s.) 
~ was used to purchase )00 cars for the Kiaochow-Ts~nan, Tient s in-Pukow, 
Peiping-Hankow, Hunan-fupeh, Canton-Shaokwan, Nanching-Kiukiang, and 
Chuchow-Shaokwan Railways. Over $700,000(U.S.)was used to purchase 
material t o construct the Shaokwan-Lochang section of the Canton-Hankow 
Railway. The British Boxer Indemnity remittance helped to complete the 
Canton-Hankow Railway. (15) 
Confidence in t he railways and a readiness to invest in them 
is growing rapidly among the Chinese people. Foreign financiers also 
have cooperated with Chinese barucs in railway financing . After the 
Purchasing Commission was established in lY28, the Ministry of' Rail ways 
never defaulted in payment for material purchased. 
(14) Ibid., P• 171 
(15) Ibid., P• 173 
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Financing of railroads recently built or now under construction. 
Chengtu-Chungking Railw~ - The Chuan Chien Rail nay Company 
was specially chartered in March, lY)b, 1'or the construction of this 
ra~l way . The ~nn.ietl Cetpital was $ ~0,000,000 of which _$ u,uuu,ooo is 
private capital underwritten by the China Development Finance Curpuration, 
. 
and $4,500,000 was eubscrioea. oy the Szechwan Provincial Government. Under 
the terms of a special charter, this company is to operate as a private 
concern, even though it has received Government assistance, and it is , 
further stipulated that Government holdings may be sold if there is an 
actual demand. The Banque Franco-Chinoise pour le.Commerce et l 1 Industrie 
concluded a loan in December 1936 with the company for the amount of 
$)4 ,500,000, 27,500,000 of which is to be for material and $7,000,000 
in cash. This loan is unconditionally guaranteed by· the Ministry of 
Railways and is redeemable in fifteen years . The construction,operation 
and management of the line and purchase of material are solely under 
Chinese control.(l6) 
Paoki-Ghengtu Railway - The distance of this railroad is 
about ~00 kilometres and total construction cost is estimated at about 
$115,000,000. Part of the capital is derived from the Belgian Syndicate 
Loan of 50,000,000 Chinese Yen. (17) 
Foreign Commissions on Railway_Oonditions. 
There have been several co~missions of foreign railroad and 
financial experts invited by the Chinese Government to make recom-
mendatione . In 1929, Mr. J. Mantell, and a commission of financial 
(16) Ibid., P• 174 
(17) Ibid., P• 176 
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experts headed by Mr . E. W. Kemmerer were consulted. In 19)6, 
Brigadier-General F. D. Hammond made a complete and thorough inve~t­
igation of railway s under Chinese National control. These various 
commissions made excellent reco~nendations, which the Chinese had 
every intention of carrying out, but events since 1937 have prevented 
this . 
It will be seen from the forego ing that first railroad ven-
tures in Chin~ were most unfavorable to the Chinese, and that with the 
advent of the Republic the first few years of civil war prevented any 
satisfactory solution of rail w~;~.y problems. In 1928, however, and for 
the few years follo wing, and before the J apanese invasion of· China, the 
unified Nat ional Government began to put Chinese politics and finances 
on a basis where something practical could have been attempted in recon-
struction and rehabilitation. 
Loan Readjustments in Recent Years. 
By 19)5, the railway principal and interest payments on .loans 
in many cases were long in default or in arrears . The railway indebted-
ness had reached such a state that it was practically impossible for them 
to meet their obligations, even under the most favorable circumstances. 
It was evident that without the co-operation of foreign bondholders this 
eituation could not be remedied. However, foreign creditors were read:y 
and willing to make a settleme~t with the Chinese Government, and the 
following adjustments were made: 
The T~entsin-Pukow Railway Loans of 1908 - 1910 
On February 25, 19)6, the following adjustment announcement was 
issued: 
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1. Interest was to be paid at 2-1/2% per annum from 1936 
to 1938 inclusive, and at 5% per annum thereafter . 
2. Principal repayments were to begin in 1940, the amount of 
annual instalments to depend upon gross cash earnings, so that the Loan 
would be repaid in full in approximately f orty years from 197<). The 
Government had the right, upon reasonable notice, to increase the amount 
of pn.ncipal to be retired without premium on any pa;yment date. The 
scheme of amortization provided for the application of l% of gross cash 
earnings for 1940 to 1942 inclusive; 1-1/2.% for 1943, 2% for 1944, etc., 
increasing by 1/2% each year until the percentage reached 10% in 1960; 
and 12-1/2% thereafter until the l~an was completely retired. Bonds 
drawn but not yet retired were to be paid according to the order of 
drawings. 
3· Cancellation of four-fifths of interest in arrears, and 
four-fifths of the interest due but not to be paid during 1936 to 1938. 
Non-interest-bearing scrip was to be issued for the balance, to be paid 
beginning 1941 over approximately t wenty years. Yearly instalments would 
be substantially e qual except that the Government reserved the right to 
transfer to the last of the aforementioned approximately twenty years 
not over 5o% of payments mlring the first three years. 
4. Payments were to be made out of the Railway's revenue, 
but in pursuance of Article 9 of the original agree~ent, the Inspector 
General of Customs was to be instructed to make up any deficiencies 
in the sum required for interest as stated above.(l8) 
(18) Ibid., P• 188 
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The Taokow-Ghinghua Railway 5% Gold L·oan of 1905. 
On Hay 5, 19)6, the following adjustment announcement was 
issued: 
1. Interest to be paid at the rate of 1/ 2% per annum for 
the three years 19)6, 19) 7, and 19)8, with a proviso that should the 
yearly net cash surplus of the Taokow-Ghinghua Railway after payment 
of all fixed charges, including those necessary to meet the loan ser-
vice, be sufficient for the purpose, the rate of interest to be paid 
on the bonds for the three years' period would be increased to a 
maximum of 5% per annum. Thereafter interest would be paid at the 
rate of 5% per annum. 
2. The principal, amounting to b495,700, was to be repaid 
within a t wenty-seven-year period, commencing July, 1936· 
) . Four-fifths of the interest in arrears was to be cancel-
led. Non-interest-bearing scrip was to be issued for the balance and 
to be paid at t he end of t wenty-seven years after the complete amorti-
zation of the principal outstanding.(l9) 
The Lung-Hai Rail way Loans. 
On August ), 19) 6, the fo llowing adjustment announcement was 
issued, covering the follo \·ring five loans: 
a) 5% Loan of 191) - h4,000,000 
b) 81~ Short-Term Treasury Bonds of 1920 and 1924 
Guilders ) 0,750,000 
c) 8% Short-Term Treasury Bonds of 1920, 1921 and 1923-
Belgian Francs 1 )7~74),000. 
(19) Ibid., P• 189 
follows: 
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d) 8% Short-Term Treasury Bonds of 1924 ·-
Chinese $5,0001 000. 
e) 8:~& Short-Term Treasury Bonds of 1925, issued to 
refund the 1919 boan - French Francs 21 1 250,000. 
The terms included in the adjustment announcement were as 
1. Interest to be paid at the rate of l-1/2% per annum for 
the year commencing July l, 19)6; the annual rate to increase by 1/~ 
yearly up to 4% for 1.941-1942, and to be 4% thereafter until the bonds 
were fully redeemed. For the first five years interest to be paid 
annually at the end of each fiscal year, and thereafter semi-annually 
~/o on J anuary let, and 2% on July 1st. 
2. Payment of interest .and repayment of principal to be made 
in equal annual instalments commencing July let, 1947, to be completed 
in a maximum period of thirty-five years from that date . I nterest to 
be paid first out of the annual remittance and then principal. Prin-
cipal to be paid by drawing if bonds are at or above par, and by pur-
chase in the open market by the financial agent, in consultation with 
a r epresentative of the Chinese Government, i f bonds are quoted below 
par. If bonds of any loans are unobtainable in the open market, the 
· agent shall advertise for tenders, the lowest of• which shall be accepted. 
The part of any annuity applicable to repayment of pri~ipal shall be 
wholly expended in each yearly period, either on drawn or on purchased 
bonds. The Government shall be entitled upon reasonable notice to 
increase the amount of principal retired on any payment date pro rata 
for all five loans. 
' ' 
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?• The service of the aforementioned loans shall be a 
prior charge upon the net earnings of the Railway from Sian to L9yang 
and from Kaifeng to the sea. Any surplus of the Railway between· Ke.ifeng 
and Loyang, knovm as the Pienlo Rail way, shall be devoted to the said 
loan service, as soon as the 1903 loan and the advances due by said 
Railway shall have been paid off and the ~ailway incorporated in the 
Lung-Hai . 
4. All arrears of interest up to July 1, 19)6, are to be 
cancelled. 
5. Holders accepting this offer are to hand their bonds 
to the agent for stamping and attachment of new coupon sheets. All 
foreign taxes on coupons and principal are to be borne by bondholders.(20) 
The Canton-Kowloon Railway Loan of 1907..!. 
The follo wing . adjustment announcement wa:s issued on August 
1. Interest will be· paid at the rate of 2-1/2% per annum 
for the first t\7enty years and 5% thereafter, with the prov~so that 
during the first twenty years, should the net earnings of the Rail way 
amount to more than $200,000 per annum, the surplus will be used, first, 
to increase the interest to a maximum of 5J~ and then for additional 
amortization payments. The first interest p_ayment will be due on 
June let, 19)7. 
2. As from June 1st, 19)6, an annual loan service fund of 
$550,000 will be provided, of which $)50, 000 will come from funds 
(20) Ibid., p. 190 
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available to the Ministry and $200,000 from the railway. This fund 
is to be increased to $800,000 from June 1941, by an additional pay-
ment of $250,000 from the Ministry, to be used for runortization of 
principal. 
?• Amortization payments will commence on June lst, 1937, 
out of the balance of the loan service fund, remaining after payment 
of interest. The principal of the loan will be :f'ully repaid within 
a maximum period of fifty years. 
4 . Four-fifths of the interest in arrears to be cancelled. 
Non-interest-bearing scrip to be issued for the balance and to be paid 
after the complete amortJ.zation of' the principal of the loan.(2l) 
Hukuang Railway Loan. 
On April 5 , 19~7, the Ministries of Finance· and Railways 
announced the fo ll owing readjus t ment of the service on the outstanding 
bonds of the Hukuang Railway Loan of 1911 amounting to b5,650,000, 
under which the interest rate paid is to be reduced in 19;57 - 1'9)8, 
and the amortization plan mod\fied. Other provisions of the Hukuang 
contract are to remain unchanged. 
1. Interest is to be paid at the rate of 2-1/~fo per annum 
in 19?7 &nd, 19)8, and 5'fo per annum thereafter. Pa:'lment of' interest is 
\ 
to be made out of' net earnings ot· t. .. e r ail way and gu rant eed out of: the 
salt revenues. Inter ~st due as from J anuary l, 1941, J.s to be guaranteed 
also out of cust oms revenues i': ith rank as at the date of the announcement. 
(21) Ibid., P• 191 
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. 2. Amortization is to begin in 1941 and to be completed 
in thuty-nine years from 19.57, according to a table to be filed with 
the paying agents • . Payment o1' amortization and of the scrip to be 
issued in accordance with paragraph three hereof is to be made out 
of net ~arnings of the railway and any deficiency to be made good 
from revenues under control of the Hinistry of Finance. The Govern-
ment upon reasonable notice and without premium may increase the amount 
of principal retired on s.ny payment date. Bonds drawn but not yet 
retired are to be paid according to the order of drawing. 
). Interest in arrears is to be calculated at 1 per cent 
per annum, simple interest, instead of 5 per cent. Non-interest-
bearing scrip is to be issued for arrears of interest so calculated 
and also for one-fifth of the short fall of interest during 19)7-19)8. 
This scrip is to be paid beginning 1942 over approximately twenty years, 
the yearly instalments to be substantially e qual except that the Govern-
ment reserves the right of transferring to the last three of the afore-
• 
mentioned approximately twenty years not over 50 per cent of payments 
due in the first five years. 
4. Suitable instructions are to be given to the Chinese 
l'.'Iari time Cust oms, the Chief Inspectorate of Salt Revenue, the Central 
Bank of China, and the Railway Administration, to give effect to the 
understanding reached. 
Announcement was also made that the railway authorities were 
taking steps to improve the condition of the rail way and its adminis-
tratio:n on the general lines contemplated in t he loan agreements, with 
a view to benefiting both the Government and the bondholders.(22) 
(22) Ibid., P• )21 
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China's Attitude Towards Foreign Obligations. 
Foreign bondholders have given sympathetic co-operation 
in agreeing to these readjustment plans. It should be recognized, 
however, that the readiness to co-operate has been due, in a large 
part, to the evident good faith and earnestness with which the Chinese 
Government regards foreign loans. Under the most unfavorable con-
ditions, China has continually endeavored to fulfill her financial 
obligations, and in recent years has managed to remit large sums to 
pay loan service and clear many of her debts . The total amortization 
of the Crisp Loan ot' 1912 and the payment of the material debts of the 
Tientsin-Pukow Railway and the Peiping-Suiyuan Railway are but two 
examples.(2?) 
Effects of Recent Events in China. 
Events of the past three years have plunged China's finances 
int o an even more precarious position. She has had the burden of 
financing military operations, and added to this has lost many sources 
of revenue, such as customs, land and other taxes, railroad revenues 
in the occup1ed areas. The most prosperous and progress1ve d1str1cts 
of the fertile Yangtze Valley are at present lost to China and, moreover, 
she is faced vrith building up and modernizing the more backward Western 
Provinces. Undoubtedly China f'acea a gigantic task of' reconstruction 
and rehabilitation when peace is arranged, and when that time comes · 
railroad problems will be of paramount importance. A lot will depend 
on how much of her former system is regained, but some practical arrange-
(23) Ibid., p. 192 
.. 
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ment will have to be made for the reconstruction of existing systems 
and the building of ne•.v ones. 
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CHAPTER 11. 
EARNINGS AND ADMINISTRATION OF CHINESE RAILWAYS 
In the preceding pages a survey of Chinese Railway Loans 
and attempted readjustment plans has been given. Since the time of 
these readjustments the picture has changed greatly and under present 
circumstances e. vastly dit'ferent view must be taken of the recon-
struction of Chinese Railways and readjustment of loans. However, the 
previous readjustment plans have served to show that the Chinese Govern-
ment is making a real attempt toward stabilization and improvement of 
transportation affairs. Before making any suggestions, whi.ch will neces-
sarily be of' a general nature, it is necessary to give some. indication 
of past earnings performance ot' the railways and of railroad admirlia-
tration practices. Chinese Railways must be capable of earning the i r 
way and providing a reasonable return on the investments made in them, 
and the administration must be well organized and adequate. Otherw~se , 
it would be ridiculous to hope for any assistance in a reconstruction 
program, as investors cannot be expected to sink capital in a venture 
which will not produce a return on their investments, or in an enter-
prise which is badly managed. 
In 19)0 a uniform rate for passenger fares was established 
by the Ministry of Railways for all National Railways. A basic rate 
of 1.7 cents per kilometre-passenger was adopted for third class, 
which was reduced to 1.5 cents in 19)5. First and second class rates 
are 3 and 6 cents respectively. A few ra.il ways also have a fourth 
class rate, which is lower than third. Express train tickets are 
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higher, carrying an extra charge of 60 cents for first class, 30 
·cents and 15 cents respect~ve1y for second and third class, for a 
distance of 100 kilometres or less. Passengers and revenues for 
the years 19;52~1935 inclusive e.re as follows: 
Year No. of Passenger 
Km. (in millions} 
Average Revenue 
Passenger Revenues Per Passenger Km. 
1932 
1933 
1934 
1935 
(Jan.-June) 
3,450.6 
4,0)0.4 
4,001 . 0 
2,132.5 
$48,216,829 
52,855,043 
52,732,195 
27,524,637 
1.40~ 
1.13~ 
1~32~ 
1.29~ (1) 
As a result of the "Mukden Incident" of 1931, part of 
the Peiping-Liaoning Rail way east of Shanh?-ikwan was lost, and this 
no doubt caused a decline in total passenger revenues from totals 
previous to 1931. Third class passenger revenue accounts for 69.9% 
of the total, first class 3·35% and second class 7•6%. 
Freight Traffic. 
The Ministry of Railways established a uniform system of 
freight classification· based on the nature and value of the goods and 
11 on wb.at the traffic will bear. 11 This classification, based on the 
nature of goods, is as follows: (1) products of mines, (2) products 
of agriculture, (5) of forests, (4) animals, (5) manufactures, (6) all 
others. 
In 19)0, previous tonnage basis rates were abolished and 
freights are now charged on the basis of carload lots and lese than 
(1) China Year Book, 1976-37, (Shanghai) p. 1028 
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carload lots, the latter rate being 3o% more than the former.(2) 
In 1921, a system was introduced whereby freight was 
carried at the railroad 1s risk, but this was dropped in 1925 on account 
of political disturbances • . Aga in in 19)2, the Ministry of Rail ways 
introduced transportation of goods at the risk of the railroad in order 
to improve the railway business and encourage development of the coun-
try . Beginning June 1, 1936, all goods transported carried fire in-
surance at the expense of the railroads. Bills of lading and payment 
of cost on delivery were also introduced, and these reforms no doubt 
are reflected in increased revenues. 
Number of Ton Km. Average Revenue 
Year Number of Tons Goods· Revenue (in millions) Per Ton Km. 
1932 26,064,556 
1933 27,076,041 
19)4 29,925,277 
19)5 16,947,811 
(Jan.-June) · 
$76,626,072 
' 77' )08, 986 
86,08),267 
48,618,695 
4,456•6 
4,770.9 
5,674.) 
),285.7 
1.7l)t 
1.62¢ 
1.5l)t 
1.48jt ( 3) 
The decrease in average revenue per ton kilometre from 1.71¢ 
in 19)2 to 1.48¢ in 19)5 is due to increasing long distance through 
goods traffic with high percentage of freight rate allowances. 
GOODS REVENUE BY CLASS 
CHINESE NATIONAL RAILWAYS. 
(Chinese Yen) 
Products of 
Mines 
Agricul t~re 
Forests 
Animals 
Manufactures 
Total of Products 
Government 
Material for other railways 
Service Stores 
Grand Total 
(2) . Ibid., P • 1030 (?) Ibid., P• 10)4 
( 4) Ibid., pp . 10)6-37 
1932 . 
$27, 383,58) 
18-,774,780 
1,566,253 
3,097,053 
18,549,950 
$69,371,619 
5,017,274 
)44,424 
1,892,754 
$76,626,072 
1:.2.2.2 
$ 25,24?, 377 
19,095,44) 
1,427' )64 
3,660, 307 
17,385,447 
$66,814,9~ 
7,857' 116 
627,884 
2,009,-048 
$77, )08,986 ( 4) 
-15)-
Through Traffic 
It was realized that railway through traff ic was necessary 
to the economic development of the country, and after the establish-
ment of the Ministry of Rail ways, a. Throu gh Traffic 3urea.u was set up. 
Besides the National Railways, the Chekiang-Kiangsi Railway and the 
Hwa.inan Railway also participated in this plan. Third class excursion 
tickets were introduced, and stations near places of historic interest 
or scenic beauty were added to the list of through traffic stations. 
Since the inauguration of this . plan in 1929, the total revenue from this 
source has increased yearly. Total earnings for 1929 were in excess of 
t wo million dollars and revenues for one month alone in 19)5 were over 
one million dollars, or more than five times that of the highest month 
in 1929. ( 5) 
Goods through traffic came into regular operation in 1920. 
Revenues have increased yearly, but the civil wars brought a set-back to 
throu gh traffic operation. Goods through traffic· service was again made 
available in November 19)), and was at the railway's risk. Besides Nation• 
al Ra il ways, the Chekia.ng-Kiangsi-Kuinan and Kia.ngna.n Rail ways participate 
in this service, and arrangement s were made with inland steamship companies. 
Goods through traffic charges a.re on a "tapering rate, 11 that is, 
the longer the distance, the lower the rate. Minimum distance is )Ol. 
kilometres. A reduction of · 2'1o is allowed on the ordinary rate for 
a haul of from )01 to 400 kilometres. For more than 401 kilometres an 
additional 1% is allowed for each complete 100 kilometres, etc., until 
(5) 
(6) 
Cheng L:tn, The Chinese Railways, Past and Present (Shanghai, 1957) 
p. 18) 
Ibid., p. 18) 
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on a haul of from 901 to 1,000 kilometres the reduction ~a 1:5%. A 
1urther reduction of 2;fo for every 200 kilometres of haul is allowed 
f rom 1,000 to 2,400 kilometres, until a 2Z,~ reduction is reached. 
Above 2,401 kilometres the reduction is 25%. Through rates apply to 
both carload and parcel shipments carried at the risk of the railway, 
but do not apply for goods carried at special rates.("() 
In 1935, total revenues amounted to $28,300,000 as compared 
to 1930, when the highest record prior to through traffic service was 
recorded, viz., ~9,000,000. (8) 
The Government Rail ways have also given great assistance to 
the task of rehabilitation in districts where floods and famines have 
occurred, by establishing preferential rates for the transportation of 
foodstuffs and agricultural products. The same assistance has been 
given to the distrlCts where the people have been impoverished by 
civil wars and banditry. Such foodstuffs as rice, flour, wheat, beans, 
barley, black dates, peas, yams, etc., have been allowed preferential 
rates, and in some instances cotton and silk cocoons are also subject 
to preferential rates.(9) 
Operating Ratios of Chinese Rail \Vays. 
The following tables (No. 8 and No. 9) will give an interesting 
comparison of earnings ratios of Chinese and United States Rail\ays. 
Among the Chinese Railways, the lowest operating ratio on record was 
35%, and the highest, that of the Hunan-Rupeh Railway in 1926, was 
186.11%. I t will be noted that several of the Chinese Railways have 
an operating ratio over lOO% for a period of several years, showing 
(8) Ibid., P• 156 
(9) Ibid., P• 187 
(7) Ibid., p. 185 
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Table No.9 
OPERA~'ING RA'T'IOS OF CLASS I RAILROADS IN 'l'HE UNITED STATES 
1916 - 19)6 
(In millions of dollars) 
Operating 
Year Operating Revenues Operating Expenses Ratio 
1916 ),596.9 2,357.4 65.5% 
1921 5,516.6 4,562.7 82.7% 
1926 6,382.9 4,669.) 73ol{~ 
1927 6,1)6.; 4,574.2 74.5% 
1928 6,111.7 4,428.0 72.4{~ 
1929 6,279.5 4,506.1 71.8% 
1930 5,281.2 ),9)0.9 74.4% 
1931 4,188.; ),223.6 76. 9'/o 
1932 ), 126.8 2,40).4 76.8-;~ 
1933 ),095.4 2,249.2 72.6'/o 
19)4 3,271.6 2,441.8 74.6% 
1935 ),451.9 2,592.7 75.1% 
1936 4,052.7 2, 931.4 72.;% 
Source: Committee on Public Relations of the Eastern Railroads, 
A Yearbook of Railroad Information, 1937 edition, P• 40 
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that they have been operating at a loss. As the total Operating 
Revemle of Chinese National Railways in 1933 was :IP 148,)46,171, and 
Operating Expenses were $1CX5,0Y9,920, Operating Ratio was (1.5%, as 
compared with a ratio for Class I Railways in the United States in 
the same year of 72.6%, this 71.5% ratio would seem quite reasonable. 
However , if the trend of Operating Ratio of Chinese Railways is 
studied, we see that: 
Operating Ratio of Chinese Railr~. 
Before 1920 
1921-1925 
1925- to present 
averaged 5o% 
II 
n 
6<:% 
70'/o 
The se figures show the trend is going up faster than that of the 
United States (see table No.9 ~. The cheap labor of China is one of 
the main reasons for lower operat ing ratios in past decades, but now 
Chinese labor is still considerably cheaper than that of the United 
States , so operating ratios ought to be lower than those of the United 
States. In an analysis of the operating expenses, we found the average 
operating expense per train-kilometre of the National Rai lways in 1932 
was $).14, divided as follows: 
Running Expenses $ .63 20.06% 
General Expenses .89 28.)4% 
Traffic Expenses .45 14.33% 
Maintenance (Equipment & l.J:1 21·26% 
Permanent \'lay) 
100.00% ~ 2.14 (10) 
(lo) Ibid., p. 163 
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General Expenses cover 28.)4% of the average operating 
expenses per train-kilometre, or about 2~~ of the total revenue, which 
is too high and out of proportion to other items of operating expenses. 
The employment of too much labor and maintenance of railway police are 
among the main causes of this situation. In 19)), employees and 
laborers of the Chinese Railways numbered 127,151, which included 
18,701 r ailway police, or lG/o of total employees and laborers. (11) 
Excluding police, the average laborers and employees per kilometre 
is 11.5, or 18.6 per mile, as compared with the same year, 1933, 
of 2.4 people per mile for United States Class I Railroads. If police 
are included, the Chinese average will be 1).5 people per kilometre. 
These figures would seem to point to the fact that Chinese Railways 
are greatly over-staffed. 
Figures covering the earnings of Chinese Railways are very 
meager and in order to obtain the confidence of the investor, the 
railways should make a determined effort to present their financial 
status in a clear and honest fashion. However, first the railways 
need to be able to present figures which tell a true and favorable 
story of conditions, and the source of such facts lies in competent 
and honest management of the railways. 
Railway Administration. 
China is Justified in laying some of the blame for the sad 
state of her railways on unfavorable contract terms, foreign "spheres 
{11) The China Year Book, 19;6-37, (Shanghai) P• lo49 
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of influence" and unscrupulous officials, but no project which is 
improperly administered can hope to succeed. Again, we find that 
China had established the Ministry of Railways only a few years before 
the c ountry was invaded by the Japanese, thus not giving this reform 
ample opportunity to prove its worth. Previous to 1928, the rail ways 
had been under e. succession of different Government Departments; which 
certainly did not make for efficient a dministration. The se Government 
Departments are as follows: 
1. Board of Navy, 1885 to 1898 
2. Imperial Railway & Mining Admini stration, 1898 to 190) 
). Boar d of Commerce, 190) to 1906 
4. Board of Posts, 1906 to 1912 
5. Ministry of Communications, 1912 to 1928 
6. Mini stry of Railway s, 1928 to 19)8 
7• Ministry of Communications, 19)8 to the present. 
In 1911 an Imperial Edict was issued ordering the national-
ization of trunk linea. At the time, this brought a storm of protest, 
as i mmediately after this announcement the Government announced the 
conc1us~on of the Hukuang Railways Loan which was definitely favorable 
to t he foreign investors. However, in 1912 under the Republic of China, 
the control of railways was placed under the Ministry of Communications. 
After the first stormy years of the Republic, when the Nationalist 
Government was eetabl ished at Nanking: , a ~!.inistry of Railways was estab-
lished, composed as follows: 
8inister of Rail ways, Political Vice-Minister, Adminis-
tr at ive Vice-Minister, Counsellors' Office, Secretariat, Advisers' 
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Office, Technical Experts' Office, General Affairs Department, Traffic 
and Operation Department, Finance Department, Engineer.ing Department, 
Thro~gh-Traffic Administration, Statistics Commission, Guards Commission, 
Health Service Commission, etc., the entire personnel of the Ministry 
coneisting of some 750 persons~ many holding conct~rent posts . The 
Minister and t wo Vice-Ministers were nominated by the President of the 
Executive Yuan and appointed by order ·of the National Government. The 
Minister appoints other subordinate officials, with the exception of 
the ranking officials, who must first be approved by the Executive Yuan. 
The Chief Auditor, who is head of the office, is appointed by the Minis-
ter of Audit and Statistics, and he supervises all accounts of the Minis-
try of Railways. (12) 
Under this Ministry established in 1928, a Ptlrchasing Oom- . 
mission was created in erder to ensure systematic planning and to 
increase the economic efficiency of the railroads. There are seven 
members, one of whom acts a.s chairman, appointed by the Minister for 
an indefinite term,. and the personne~ of the Commission is divided into 
four departments - accounting, research, audit, and general affairs, 
each headed by a chief. 
Materials are divided into t wo groups as follows: Glass A: 
rails, parts, sl eepers, ties, bridges, locomotives and coaches (to be 
purchased by the Commission). Glasa B: coal, hardware, electric poles, 
electricaL supplies, cement, timber, paints, oils, uniforms, and 
stations (to be p~rchased by the Commission if order for any one kind 
of material exceeds $5,000). Requisitions come from the various rail-
(12) Oheng )Lin, The Chinese Railways, Past and Present, (Shanghai, 1957) p-. 144 
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road departments and are examined and approved. Tenders are then 
requested, but in special circumstances other methods are used, viz., 
(a) when the provisions of loan agreements stipulate the manner of 
supplying materials, (b) when long-term contracts are made with the 
suppliers, (c) when materials are monopolized by certain manufacturers 
and distributed by sole agents, and there is no substitute available. 
When tenders are accepted, the firm is notified eo that contracts may 
be drawn. 
Contracts cover the following items: (1) quantity and price 
of materials, (2) name of manufacturers and quality of materials, ()) 
method of payment, (4) time and place of delivery, (5) examination and 
testing, (6) penalties for late delivery, (7) guarantee of quality and 
make , (8) ~arantee of faithful execution of contract, (9) arbitration 
clauses • . When the contract is signed, a bank guarantee for payment is 
given to the supplier and the supplier gives the Commission a bank 
g~arantee for faithful execution of the contract. These guarantees are 
returned when the· terms of the contract are fulfilled.(l;5) 
All go ods purchased must be checked and accepted by the de-
partment requesting the purchase, e_nd where testing is necessary engineers 
are sent to the manufacturers to supervise and teet the articles. This 
work is done by Nanyang University and the laboratory of the Nanking-
Shanghai and Shanghai-Hangchow-Ningpo Railwaya.(l4) 
Settlement for goods purchased may be made in fUll or by in-
otalments. Firms submitting tenders must register with the Purchasing 
(13) 
(14) 
Ibid., P• 147 
Ibid., p. 148 
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Commission for each kind of material in which the supplier is in-
terested. A $5.00 fee must be paid for each registration 
Reorganization of Railway Administrations. 
In 1936, an order was issued by the Ministry bf Railways 
instructing railways to adopt a uniform system of organization. Each 
administration was to be headed by a Managing Director, end one or two 
Deputy Managing Directors as the volume or class of railway required. 
Each administration has five departments: (1) General Affairs, (2) 
Engineering, (3) Traffic, (4) Mechanical, (5) ·Accounting. 
Staff members s.re divided into several classes and salaries 
into forty grades. Appointment and dismissal is regulated in the case 
of high-ranking officials by the Ministry of Railways, and with the 
exception of those drawing salari es under the thirty-first grade, all 
appointments and dismissals must be ap:t.Jroved by the Ministry.(l5) 
Minimum wage standards were established in 1935. as follows : 
For employees of state-owned railways, the minimum monthly wage must not 
be less than $7.501 or $ .26 per day.(l6) 
A system of old age pensions was instituted for all employees 
reaching the age of sixty and having served fifteen years, (see table 
No . 10); or for employees. reaching the age of fifty-five with ~ ervice 
record of t wenty-five yee.rs. Compensation for the deat.h of employees 
caused by performance of duly was also provided (see table No. 11). 
One phase of railway administration in China which is · not 
encountered in the United States is the employment of armed guards. 
(15) Ibid., p. 149 
(16) Ibid., P• 152 
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These guards are directly responsible to the Railway Guards Commission 
of' the Ministry . ( 17) 
From 19)5 on., all new construction projects of private and 
provincial lines must first be approved and sanctioned by the ' i nistry, 
but the Ministry !">.as only supervisory powers over private linee bUilt 
befor e this date. Private lines are not allowed to accept foreign 
c apital or to raise foreign loans unless special permission is granted 
by the Hinistry.(l8) 
The Labor Problem in China. 
Organized labor unions in China ere comparatively recent 
and received their greatest stimulus through the Student ,V.ovement, 
which began in 1919. Chinese liberals during the early years of the 
Republic did much to champion the cau se of labor in China. Dr. Sun 
Yat-sen recognized the importance of the assistance of labor and the 
farmer, and promised to improve the ir economic position and social 
st~tue. The growth of modern industrialism in China is destroying 
the personal relationship between employer and employee "hich formerly 
existed, and with the return of Chinese labor from foreign countries 
and the stimulus received from the success of Student Movement str·ikes, 
Chinese labor began to awake to the realization that organization wae 
a means o~ improving their conditions. Labor unions were organ~zed 
mostly along the seacoast in and near industrial and railroad centers. 
As is the case in so many new movements, the unions kept making more 
demands until the Kuomintang st.epped in to organize labor under 
(17) Ibid • ., P• 154 
(18) Ibid., P• 155 
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Table No. 10. 
Old age pension for employees reaching the age of sixty and having 
served fifteen years: 
15 years 1 serv~ce )0% of the last month's salary of his service. 
16 II ll )2% · 11 II u " II II II II 
17 II II )4~b II II II II II II II II 
18 II II ~6~b " n 11 11 II II " 
II 
19 II II )8~1o ll II II n II II II II 
20 · II n 40~S II II II II II II II n· 
21 11 11 42'b II II II 11 11 II II II 
22 II II 447{ II II II II II II II II 
2) n II 46% II ll II II II II II II 
24 II II 481o II II n II II II II II 
25 II II 50~ 11 II II II II II II II 
Old age pension for employees reaching the age of fifty-five and 
having served t wenty-five years: 
Age 55 receives 40% of the last month's salary of his aervic e. 
II 56 
" 
42j'o II n n II 11 II II II 
II 57 II 44% II II II II II II II II 
n 58 II 46% II II 11 ll II n 11 n 
II 59 II 48~~ II II II II II II II II 
II 60 II 5<Y;'o II II II II II II II II 
\'/hen an employee receives an old age pension and dies within ten 
years, his family will be given, once for all, a compassionate grant 
calculated according to the Regulations of the Railway Employees 1 
Compassionate Grant and deducted in percentage as follows: 
Within 1 year after retirement: entire amount of fixed compassionate 
grant. 
" 
2 years II n 90;& 
II ) II n II 8o1o 
n 4 II n ll 707~ 
II 5 n II 11 60;1a 
11 6 II II n 50/"i 
II 7 II II II 40% 
n 8 '' II II ;o1o II 9 II II II 20'/o 
It 10 II II II 10)~ 
One who dies more than ten years after his retirement shall receive 
no compassionate grant. 
Source: Cheng lin, The Chinese Railway s, Past and Present, 
(Shanghai, 19)7) P• 152 
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Table No. 11 
In cases of death caused by performance of duty, the family of the 
deceased will be given, once for all, a compassionate grant according 
to the length of his service with.the railway, as follows: 
Service below 2 years: 12 months' average salary. 
Service above 2 and belo'w ? years: 
II II ) II 11 4 II 
II II 4 II 11 5 II 
II II 5 tt II 6 II 
II II 6 II II 7 II 
II II 7 n 118 II 
II II 8 11 II 9 II 
11 II 9 II II l0 II 
ll II 10 ll II 11 II 
11 n ll n 11 12 11 
II 11 12 II II 1) II 
ll II 1) II II 14 II 
II II l4 11 II 15 II 
II II 15 II II 16 II 
II II 16 II II 17 II 
II II 17 II II 18 II 
11 II l8 . II II 19 II 
II II 19 II II 20 II 
II II 20 II II 21 A 
II II 21 II II 22 II 
II II 22 II II 2) II 
II II 23 II II 24 II 
II II 24 II II 25 11 
II II 25 II II 26 II 
12-1/ 2 months 1 
1) II 
1)-1/2 II 
14 II 
14-1/2 II 
15 II 
15-1/2 II 
16 II 
16-1/2 II 
17 II 
1(-.l/2 II 
18 II 
18-1/2 II 
19 II 
19-1/2 II 
20 11 
2Q-lj2 11 
21 11 
21-1/2 II 
-22 II 
22-1/2 II 
23 " 
2)-1/2 II 
24 11 
average s alary. 
11 n 
II II 
II II 
II · II 
II II 
II II 
11 II 
II II 
II II 
II II 
II II 
n 11 
II II 
it II 
II II 
II II 
II II 
II It 
II II 
II II 
II II 
II II 
II II 
"Then the death of an employee is due to 11 over-work11 for the railway, 
his fmaily will receive, once for all a compassionate grant according 
to the length of his serYice with the railway, as follows: 
Service above ) and below 4 years: 
II II 4 ll II 5 II 
11 II 5 II II 6 II 
II II 6 II ll 7 II 
II II 7 II II 8 11 
II II 8 II II 9 II 
II II 9 II II 10 II 
II II 10 II II ll II 
II II 11 II II 12 " 
II II 12 II II 1 J II 
" " 13 n II 14 n 
U II 14 II U 15 n 
II " 15 U U 16 U 
1 
1-l/2 
2 
2-1/2 
3 
?-1/2 
4 
4-1/2 
5 
5-1/2 
6 
6 ... 1/2 
7 
month's average salary 
II II U 
11 
n 
II 
n 
" II 
II 
n 
II 
11 
II 
II 
11 
II 
II 
II 
II 
II 
II 
II 
II 
II 
n 
II 
II 
" II 
II 
II 
II 
II 
II 
II 
(continued on page 66) 
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Table No. 11 (cant inued) 
Service abo'!e 16 and below 17 years: 7-1/2 mcmt}ls 1 . average 
" II 
II 
II 
II 
II 
n 
11 
Source: 
II 17 n II 18 II 8 II II 
II 18 II n 19 II 8-1/2 II It 
II 19 II II 20 II 9 II II 
n 20 II n 21 II 9-1/2 II n 
II 21 II II 22 n 10 II II 
II 22 II II 2) II 10-1/2 II II 
II 2) II II 24 n 11 11 II 
II 24 II II 25 11 12 II II 
Cheng Lin, The Chinese Railways, Pa ·et and Present, 
(Shanghai, 19?7) pp. 15?-154 
s a lary 
II 
II 
n 
11 
II 
II 
n 
• 
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government control. However, there is such an enormous amount of 
labor and unemployment in China, that only in the more modern sections 
has organized labor. had any great effect. Labor is cheap and there is 
a great over-supply. The living conditions of the average Chinese 
laborer are very bad and compet1tion for employment is great. 
In 1923, the workers of the Peking Ha.nkow Railvtay called a 
convention to be held in Chengchow for the purpose of forming a feder-
ation of all local unions of the railway. The Government refused to 
allow these meetings , and-several union men were killed and wounded in: 
the subsequent fights. This immediately reeul ted in a strike which 
spread to other railways and affected 20,000 workers. The Government, 
recognizing the seriousness of the situation, adopted resolutions pro-
viding (l) that the right of workers to hold meetings should be recog-
nlzed, (2) that the Government should withdraw troops from rai1way 
stations, (3) that proper indemnity should be paid to the families of 
the deceased or wounded.(l9) 
Several national labor conferences have been held and the 
government has passed legislation designed to improve the status of 
the laborer, but the trend in recent years has been to keep the organ-
ization of labor under government control, and the co-operative systems 
in the Western Provinces do not leave much scope for labor organization. 
The large Eastern cities are fairly well organized, but China cannot · 
be said to have any organized labor problem which is comparable to that 
of the United States. China lacks competent labor leaders and a definite 
purpose and program. The puolic is, as a whole, very seldom in sympathy 
(19) Fang Fu-an,Chinese L!bor, (London, 19?1) P• 7Y 
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with strikes and the general attitude is unfavorable to workers and 
the labor ~ovement. Labor unions not contro~led or organized by the 
government are not well roganized and have lit tle influence. 
There is not likely to be any great increase in the strength 
and influence of labor unions for some time to come. The government 
controls the most important of' the unions, and the co-cpera.ti ve system 
now being inaugurated is also under government control. Furthermore, 
the large over-supply of labor in China wil l always make it d~fficult 
for unions to exert undue influence for any length of time, because 
it is far too difficult for the average Chinese laborer to maintain 
himsel f and his dependents for him to run the risk of losing his job 
through a strike, and thus face proba.ble starvation. The goverlflllent, 
however, has recognized the intolerable living conditions ~~ong the 
poorer classes and is doing much through its co-ope r·atives and other 
organizations to improve these cond~tions. 
.PART V 
RECONSTRUCTION 
A N D 
R E H A 9 I L I T A T I 0 N 
' 
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CHAPTER 12. 
SUGGESTIONS FOR THG BUILDING OF NEW 'rRANSPORTATION FACILITIES 
The question of building new railways in China is urgent, as 
it is becoming increasingly important to turn attention to the rehabili-
tation of the country and to build up industry and trade. One danger 
in drawing up plans for railroad building lies in planning too much for 
the initial start and having to halt operations because of lack of funds, 
or having spent too much on the building of railways and not enough in 
the physical rehabilitation of the surrounding country and then finding 
that there is insufficient freight and passenger revenue to support too 
large a raihray system. Rehabilitation of trade, industry and railways 
must proceed simultaneously, aiding one another at each step. 
Events have not yet shown how much territory will, in the 
final analysis, be held by China and how much will be under Je.panese 
control. 'lhatever territory China regains will present a problem in 
railroa.d reconstruction and reorganization. Any lines, or parts of 
lines, regained must be co-ordinated in the new Chinese railway system. 
Insofar as national railway systems are concerned, a brief 
glance at national systems in other countries would seem to show that 
ae a whole, national syst.eme are not generally profitable and in most 
cases must be supported from government revenues. This, of course, in 
some instances might be traced to the reasons for nationalization of the 
railways in the first place. Pr1vate lines in some ca~es were unable to 
keep solvent, and the government was forced to take them over. In other 
cases, the .government ·has wished to control the railways for military 
purposes. In the case of countries which have started active development 
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since the railYmy era began, lack of outside capital or .private in-
terests has forced the government to build its O\~ system of railroads. 
The Canadian National, organized by the government in 1919 to take over 
some pr~vate lines which were in financial difficulties and to bring to-
gether certain government lines constructed by the Dominion itself and 
by some of the provinces, has ne~er proved successful.(l) Au stralia and 
New Zealand were forced to construct state-owned lines because of lack 
of private capital and in each case made the mistake of' using different 
gauges and equipment so that the railways could not be co-ordinated into 
one ef ficient system. The result was highly unprofitable. Belgium, France, 
Italy, Poland, Newfoundland, Germany, Russia,. the Union of South Africa 
and Japan all have types of government-owned or controlled railways. Of 
these mentioned, the Union of South Africa was forced through inability 
to raise outside capital or private !'unds to build her o\m government 
r ailways, and this syst·em has showna .very good record.(2) Japan, com-
mencing in 1Y06, undertook a program of nationalization of the principal 
private lines and today 69.6% of the 18,776 miles of Japanese railways 
is under government control. Japan is also one of the fevr nations whose 
government-controlled lines .are profitable, and one of the main reasons 
for this may be the low wage rates for l abor in that country.()) 
According to Mr. Lewis C. Sorrell, countries with state 
railway systems have had the following experiences with regard to 
efficient and economical management: 
(J.) Julius H. Parmelee, The Modern Railway, (New York, lYLJ-0) p. 61~ 
(~) Ibid., P• 614 
()) Ibid., P• 616 
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"1. Railroads under government management seem to 
experience more difficulty than du privately 
operated railroads in the economical control 
or their labor costs. 
11 ~. They experience much dit'f_~cul ty with pressure 
ot political t·orces upon their management • . 
")• Few governments have, f'or a.ny length o:t' time, 
conducted their r a ilroads on a self-supporting 
basis. 
11 4. Foreign government railways experience has shovm 
nothing to match the progressiveness of management 
heretofore maintained by the private railways of 
England and the United States. 
11 5. Qual ity of service and levels of rates are likely 
to be governed by economic and other conditione 
in each country. 
11 6. Despite a few exceptions to the contrary, the 
decision of a country to nationalize its rail way 
is likely to be irrevocable. 11 (4) · 
In the United States, railroads still remain under private 
control, but since early in the last century the Federal Government has 
been concerned with transportation problems in the country and at 
~resent it might be said that the Federal Government has almost complete 
control over every phase of railway organizat.ion and operation. Mr. Julius 
H. Parmelee , ~n 11 The Modern Railway, 11 states that through .the Interstate 
Commerce Act of 1887 1 the Transportation Act of 1920, and their several 
amendments, . Federal legislation does the following: 
11 1. Provides government control over freight and 
passenger rates; 
0 2 . Sets up a rule of rate-making designed to meet 
the revenue needs of the carriers; 
(4) Ibid., P• 617-8, 
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"3· Provides ·that the property of the railways 
shall be valued; 
11 4. Exercises control over the issue of railway 
securities; 
u5. Exercises control over the consolidation of 
railway properties; 
"' o. 
Prohibits certain practices, such as rebating, 
unfair discrimination, and the like; 
11 7. Reouires uniform methods of accounting, statistics, 
and records, and provides for reports from the railways. 
11 8 . Provides for compulsory installation of safety devices 
on order from the Commission, with supervision over 
such device; 
11 9. Provides emergency control over the interchange of 
freight cars; 
·
11 10. Sets up a procedure for a djustment of' railway wage 
schedules and working conditions, and for adjustment 
of complaints." (5) · 
It would seem that in the majority of cases, railway systems 
are either under indirect government control through legislation; or are 
directly owned or operated by the various governments or government-
owned companies. The trend seems to be toward taking over railways by 
government for various reasons, and the results are, in most cases, un-
favorable both from the standpoint of efficiency of service and financial 
profits . 
In the case of China , however, the necessity for building up 
and reconstructing the railways is great and circumstances have already 
placed railways under government control. Despite unfavorable records 
of the past and also of other nations where raihvays are government con-
(5) Ibid., p. )59 
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trolled, China now has the opportunity to reorganize her present 
railways and to build_ up an efficient transportation system which 
could, as in the cases of the Union of South Africa and Japan, be 
operated efficiently and with a profit. As in Japan, labor in China 
is cheap, and with wise planning an·d loans contracted on an equitable 
basis China should be able to make her railways not only' pay for them-
selves, but provide funds from time to time with which to extend the 
system. 
On pages 94 and 95 will be found a list of railways con-
structed, under construction, or planned since the start of hostilities. 
Of these fifteen railways, the only one definitely finished and not 
Japanese controlled in any part is the Chengtu-Chungking Railway. Work 
has commenced in all but one case, the Saowha-Pikao, which is relatively 
short and unimportant. These fifteen railways form an excellent system 
of tru~ lines, and one on which an efficient transportation system can 
be founded in future. Unde~ present conditions, however, it would seem 
that the system will probably not be completed for some little time. 
Work is being done on the Burma Line which, together with the recently 
completed Burma highway, forms one of the few remaining Chinese con-
nections with the outside world. It is reasonable to suppose that Ywrk 
will be pushed on this line as much as possible,as Japanese military 
operations have practically forced traffic through the Indo-Ghina rail-
road to cease . 
In consider ing a new system of railways, the immediate future 
and necessity for rehabilitation should be paramount. The proposed 
fifteen railways, when built, will form an excellent nucleus. In the 
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firat .years of reconstruction, these railways could be co-ordinated 
with highways branching off and connecting principal large cities and 
towns. These highways will cost but a fraction of what would be neces-
sary to connect such cities and towns by railroad and, if well constructed 
so that heavy trucks could move over them in all seasons, such a highway 
system ?Iith the railway lines as main feeders would take the place of 
expensive branch railway lines. This would afford sufficient communi-
cation between towns to carry the .volume of goode from one place to 
another in the early stages of reconstruction. As agriculture, industry 
and trade are built up, new railway branches from the main feeder lines 
may be built as conditione warrant. In order to avoid trans-shipment, 
it might be possible to have a trailer-truck system whereby the trailer 
could be loaded at the starting point onto the railway flat-car and then 
unloaded at the junction of rail ana highway and attached to the motor 
truck. It might be suggested that these truck lines and highwe.ys be 
government controlled, in order to provide efficient co-operation. They 
should rightfully come under the supervision of the Ministry of Communi-
cations and should be carefully planned in conjunction with the railway 
system. 
In the building of the railways and highways, the existence 
of China's system of waterways must not be ignored. These waterways are 
China's oldest and cheapest means of transporting freight, and through 
the centuries have occupied an important place in transportation. More 
recently, attention has been turned to the improvement and extension of 
this system. They afford a cheap, though slow, means of freight trans-
portation, and should be brought into co-ordination with the railroad and 
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highway systems, so that all slow freight, wt~never possible, should 
be moved by waterway, in order to leave the railways and highways free 
to transport fast freight. In many parts of the country, in order to 
bring the waterway system to its maximum efficiency, flood control must. 
be initiated. This in itself is an enormous problem, but a start should 
be made through reforestation in as many places as necessary. 
As far as the airways are concerned, their limited scope in 
the high cost of air travel and types of goods which it is possible to 
carry by airplane, will probably not raise any urgent questions for some 
time to come. It seems logical to suppose that air service w.ill develop 
in the near future, at least, only between large cities at which points 
connections may be made by rail or bus to other points. However, there 
is a large fie1d for this type of transportation as far as passenger 
service is concerneq at the present time, and probably will be until 
efficient railroad and bus servlces are inaugurated in the \1estern 
Provinces. 
\'lith regard to the railroads tl;lemeelves , the present lack of 
adequate systems , gives China the great opportunity to make wise plana 
for railroad construction. All roads should have similar gauge, similar 
equipment, and should be co-ordinated financially as well a~ physically. 
In constructing the railroads, care should be ta~cen to build then;1. in 
as economical a mannar as possible consistent with sound construction 
and the future needs of the country. As China's system is already under 
government control and supervision, this co-ordination should be · 
relatively easy to attain. 
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CF.APTER 12 
PROBLEMS TO BE CONSIDERED BEFORE F'INANCINGNEW RAI~ 
a) Reforms of Administration and Political Unity 
The history of China's railroads has included far too many 
instances of dishonesty, corruption and nepotism. It is generally con-
sidered that the railways are greatly overstaffed, and this condition 
may be laid in part to the many employed simply because som~~ne of 
influence has secured positions for them, and not at all because of 
their specialized knowledge or efficiency. During the last t wo railway 
administrations this condition has improved somewhat, but there is still 
too high a ratio of general expense, and a reform in railroad personnel 
might help to cut down expenses. In past years, positions of high 
authority in the railways were often given tQ political favorites who 
were t otally incompetent to manage a r a ilroad and who simply de sired the 
position for the financial gain which could be made out of it. These 
conditions prevailed from the highest positions to the lowest, and 
resulted in huge sume being lost through inefficiency, leakage and graft. 
The political conditi-ons of the country as a whole were behind such 
practices, but during the past two and a half years China has been forced 
to fight for her very existence, and necessity has brought about a new 
unity which was unknown before. This same necessity may bring about 
reforms which would make it possible to put China's reconstructed rail-
way system on a far more effic i ent basis. If the railways are to be 
operated and owned by the Government, a civil service program should be 
inaugurated with a system of examinations in order to secure a personnel 
tra ined, or at least capable of learning, ' to manage and operate the 
railway system efficiently. 
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b) Physical Rehabilitation. 
It must be emphasized that rehabilitation must proceed 
simultaneously in all directions. Agriculture, trade, communications, 
industry ·- in each branch progress must proceed at an even tempo and 
one must not profit at the expense of another. The parts of China in 
· v;hich the new railroad system will be built are the undeveloped sections. 
Without adequate transportation, these sections cannot be developed to 
the fullest extent, but a start should be made on a modest see.le until 
conditions warrant extensions of the traffic system. Dur_ing the paat 
two years, much of China's industry has ,moved to.the interior, and 
numerous small industries have sprung up. Universities have moved en 
bloc to the Western Provinces and many of China 1 a intellectual leaders 
have migrated with them. Several million people have arrived from the 
Japanese-occupied sections to make new homes in these sections. This 
mass migration has raised numerous important problems, one of which is 
the building of adequate transportation facilities in order to distri-
bute food and other supplies, and carry the products of the rapidly 
growing industries to markets. In these developing sections, a co-
operative movement has sprung up, and much has been done already in 
organizing the farmers. 
The Agricultural Credit Commission, the National Agricultural 
Research Bureau, and the Agricultural Adjustment Administration, under 
the supervision of the Agricultural Commission, work to ensure that crops 
are ample, open up new lands, improve the quality and yield of crops and 
make loans to farmers .(l) 
(1) Hallett Abend, Chaos in Asia, (New York, 1959) P• 57 
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The Industrial and Mining Commission gives particular 
attention to promoting factories and industrial plants to set .up in 
t he interior, providing capital and technical advice to the heavy 
industries and developing iron mine s , steel plants, chemical factories, 
and also to gold, silver, copper, antimony and other mining industries.(2) 
'lith regard to industry, the co-operative program proposes 
f i r st to set up the larger industrial units, with heavier machines in 
rear sections where they will be free from enemy attack, second to es-
tablish smaller units with machines that can be moved at short notice 
and thi rd to establish nearer the front lines such small units as can 
provide articles of Umnediate necessity for the military forces.()) The 
government is vitally interested in promoting the co-operative system 
and is also subsidizing industrial enterprises. The industrial uni ts 
at pr e sent being organized are mostly small, employing from seven to 
)50 1aborers.(4) These units are obliged to camouflage their building s 
as much as possible in order to avoid air attack. After a survey to 
determine resources in man power and materials is made in the various 
districts, the government and bankers lend money at interest to estab-
lish these units. There is a wide-open market for everything produced, 
ae the interior of China has been faced with a shortage of manufactured 
articles for some time. It is hoped t o provide employment for the mil-
lions or refugees and also the native population of these '#estern Prov-
ince s . The numerous technical gr a duates of American and European 
universities who have gone into the interior are rendering valuable 
lf2) Ibid•, P• 58 
(3) The Christian Science Monitor, January 19, 1940 
( 4) The Nevi York Times, March 24, 1940 
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service to the reorganization of the count~y. Already employment 
has been given to tens of thoqsands of men on new highway and rail-
road projects. It will doubtless take. many years to organize the 
Western Provinces efficiently, but again necessity has proved a sharp 
stimulus and has accomplished in a few months what otherwise would have 
taken years. 
It has been estimated that about 40,000,000 Chinese have 
moved westward. Small amounts, comparatively speaking, have been raised 
through done.tions to alleviate the plight of these migrants. The Chinese 
Government established the National Relief Commission which endeavored 
to talce care of the most urgent needs. 
China undoubtedly has the opportunity to build her new areas 
up into prosperous, financially solvent provinces. This will ent ail 
much sacrifice upon the present generation, but again necessity is dic-
tating the course to be follov;ed~ Any progress in the physical rehabili-
tation will necessanly depend to a great extent on the political reform-
ation and unity of the country as a whole. 
c) Financial Reorganization. 
The financial reorganization of China is a question which at 
the present time, is practically impossible to solve in any definite 
manner. China is handicapped in her rehabilitation plans for the 
present by the necessity of financing military operations . Most of 
her revenues are diverted t o this end and much of the capital she is 
able to borrow in foreign c ountries goes toward the purchase of materials ; 
while not actually military supplies, still help her to carry on 
military operations. 
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As soon as there is a peaceful settlement of hostilities, 
such reverues and borrowed ca.pite.l may be used for the building up of 
the country. A large debt will be outstanding by that time, however, 
upon which principal and interest payments will have to · be met• In 
the past fe w years it has been the government policy to meet such 
payments insofar as possible and to build up China's financial stability 
and much had been accomplished along these lines before hostilities 
brokebut. It would, therefore, seem reasonable to expect that aa soon 
as conditions warrant the government will again turn its attention to 
placing C?ina 1 s finances on a firm footing. 
The success of this will naturally depend to a large extent 
on the favorabl e results of political and administrative reforms and of 
rehabilitation projects for agriculture, trade and industry. But i'inan-
cial stability and a good financial reputation is vitally necessary to 
China's ultimate prosperity. In order to carry out rehabilitation to 
the greatest extent, it will be necessary to borrow funds from outside 
sources, and before this can be done, f'orei gn nations and private 
investors will have to be assured of China's financial integrity and 
ability to meet her obligations. 
China has made a determined effort to keep her finances in 
good order during this war period, and in order to protect her currency 
and continue export trade so that national credit might be maintained 
China has established three commiss ions, viz., the ~oreign Trade Com-
mission, the Agricultural Commission and the Industrial and Mining 
Commission, receiving from the Ministry of Finance $20,000,000, 
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:~)0,000,000 and $10,000,000 respectively. ( 5) All public and private 
business transactions with foreign countries are supervised by the 
Foreign Trade Commission. In 19)8 this commission met with considerable 
success in that during the year 1Y~8 China 1 s unfavorable balance of 
trade was less than that for 19)7, the figures being $112,814,000 for 
1958 and $117,750,000 for 1957.(6) 
There is pract ically a moratorium existing in Chinese banks 
at present . In the late summer of 19?7, Nanking issued a mandate for-
bidding large-scale withdrawals of money from Chinese banks. No depositor 
might rli thdraw more than $15u in any one \Veek nor more than $500 in one 
month. This freezing of deposits has given the Chinese bankers an oppor-
tunity to recoup by exchange operations much money and security values 
lost tP~ough the destructi on of war and unsettlement of cnmmerce •• In 
most cases, Chinese banks are in r easonably good tinancial condition.(7) 
(5) HaJ.lett Abend, Chaos in CbJ..na, (New York, 1Y)9) P• 56 
(6) Ibid., P• 56 
(7) Ibid., p. 2Y 
-182-
CHAPTER 14 
FINANCHTG OF' NE\'f RAILWAYS 
a) Methods and Weaknesses of Financing Old Railways. 
The concession and foreign loan contract systems have been 
discussed previously in more detall, but in order to emphas~ze the most 
outstanding disadvantages of early railroad finances these are listed 
below as follows: 
1. S1gning of the nunequal treatiesM which gave foreign 
powers virtual control or "spheres of influence" . in 
certain sections, usually the most prosperous, of 
the country. 
2. The building up of different types of railroads by 
each concessionaire with different gauges and types 
of ef!uipment which rendered it impossible to · unify 
such railways into one large system. 
). The lack of planning to enable the country to have 
the most efficient serv1.ce, and the bu1lding of 
railways solely for the fOreign power's greatest 
convenience. 
4. The restriction of Chinese authorities in building 
their own railways to con.YJ.ect with or within certain 
distances or· foreign railways. 
5. Lose of Chinese power to purchase materials. 
6. Loss of Chinese power to appoint personnel. 
and more directly concerned with the financing of the loans themselves: 
7• Heavy interest rates on loans. 
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8. Exceedingly high rate of discount on loans. 
9• . The compulsory bonus whereby in some instances 
Chinese railways were required to agree that 
bondholders receive a bonus over the regular 
interest rates, and in same particular cases 
this bonus was reco~nized when the bonds were 
issue~ and before the railroads were even con-
structed. (Nanking-Shanghai Railroad, 1%; and 
other instances where railways have paid as much 
as 2o%).(1) 
10. The payment of commission to the designated agent 
through whom Chinese railroads were required to 
purchase materials. 
It must be admitted, however, that there were faults on both 
.the foreign and Chinese sides. Chinawa~reaching the end of a political 
era at the time railroad building commenced. Her Government was weak, 
corrupt and extremely conservative, and political intrigue and unrest 
were everywhere. When it became apparent that railways were advantageous 
to the country, many dishonest politicians stepped in to make as much as 
possible out of the ventures, and the foreign concessionaires also drove 
hard bargains, neither side paying a great deal of attention to the ul-
timate welfare of the country. The first few years of the Republic were 
difficult ones, and the dishonesty, corruption and nepotism were still 
rampant. With the formation of a strong, united Government, however, a 
determined effort is being made to reform political circles and to undo 
some of the damage resulting from the unequal treaties and concessions 
(1) Ma Ing-Teu, Chinese Economic Reform, (Shanghai, 19~9) P• ~ 
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granted in the past. 
China realizes her nast weaknesses and mistakes. As her 
government becomes stronger and more unified, she seeks to gain fair 
treatment from foreign powers and a revision of the unfair bargains of 
the past. She realizes that she must prove herself competent and 
trustworthy and, against tremendous odds, this is exactly what she is 
doing, even though it takes a long time and entails great sacrifice. 
b) Methods of New Financing. 
Chinese railroads are already under government control and 
it is ~easonable to suppose that in future they will rema in so. Future 
financing and building will be negotiated by the Government, and as it 
proves itself strong and capable, so will it be able to come to more 
a dvantageous terms in any loans negotiated . There is a growing real-
ization among Chinese financial circles that the railroads afford an 
excellent field for investment and inasmuch as a great deal of r a ilroad 
e quipment is purchased abroad foreign investment might be stimulated in 
view of t he benefits accruing to foreign merchants and manuf'acturers from 
any program of rail road building in . China. 
· As previously suggested, China must build a small system of 
trunk lines at first, in order to provide the main traffic arteries • 
For these lines , it should be possible to arrange foreign loans on 
equitable terms, without the detrimental features of past railroad 
financing. Given good administration, an honest and efficient political 
system, and the systematic building-up of industry and trade, these 
railroads should prosper and pay their own way. Once this main system 
is working well and shows proi'it, it should be comparatively easy to 
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rai se additional funds to build up the branch system and to improve the 
main art eries \Vherever pos sible. These funds probably could be raised 
through private subscription, a s the public is generally willing to 
invest in an enterprise which has proved itself profitable and under 
honest, competent management. 
The suggested railroad system needs an initial start with 
government arranged fore ign cap1tal, but once the ball is rolling, with 
careful management and a not too amb1tiou s program at first, this system 
should be able to develop under its own power and attract private invest-
ment. 
However, it must be emphasized that China must, insofar as 
possible, use her ovm capital to finance railway systems. She must also 
endeavor to produce as much of the railway equipment as possible _in her 
own country. For reasons of economy it is better for China to produce 
her o11m railway equipment, as Chinese l abor is relatively cheap and can 
be paid for in Chinese currency. Purchases of manufactured materials 
made abroad must be paid for in fore1 gn currency, 'which entails great 
hardship on China at the present time. I n her impoverished condition, 
China is greatly dependent on foreign capita l and every loan secured 
from foreign sources must be used with ut most care in order to build up 
the industry and trade which will eventually enable the country to pay 
back the loans. China's greatest need at this time is to become self-
supporting insofar as possible, and she must proceed cautiously to 
achieve this end. Condi tiona in China t -oday are not likely to attract 
foreign cap ital in the form of private investment, and it therefore 
devolves upon the government to negotiate the initial loans to augment 
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her own capital in carrying out these rehabilitation programs. 
In connection with the railroads, there are three types of 
government financing which have been used in the past. These are direct 
government loans, joint stock companies in which Chinese interests hold 
51% of the stock and foreign interests hold 49%, and the concession and 
loan contracts. Of' the latter t wo, the concession is not likely to be 
considered in future financing plans, because of the unfair practices 
which arose from former concession grants. China 1 s political develop-
ment has made great strides since the days of the concession and she 
~s making a mighty effort at the present to avoid just such restrictions 
as the concessions contain. The joint stock company is also not likely 
to prove of much use in raising large sums at present. This is not a 
propitious time to attract large amounts ot' private foreign capital to 
China, as the unsettled conditions do not oi'fer much security. 
It therefore would seem that the government must raise the 
capital to finance the railroad system through direct loans. It should 
be possible to do this at present, insofar as the very inter ior railways 
are concerned, and the railroa :l properties can be offered as security 
and revenue s fr om the railways and other government sources can be used 
as ~larantees for servicing the loans. 
However, in the future when hostilities cease and it is 
determined how much of existing r ai l way lines are to be returned to 
China, some sort of agreement will have to be reached whereby foreign 
investments in these linea will be repaid. In order to do this, it . 
will probably be necessary to call representatives of the various govern-
mente and interes~ta involved to meet and arrive at an equitable agree-
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ment. As part of her policy to keep .her financial records c!ean, 
it seems reasonable tu suppose tha~ China will be ready to assume 
responsibility for al'l investments in railroads which, in the final 
analysis, fall to her possession. Again, it does not seem reasonauie 
that China should be expected t o repay loans on railroads which have 
fallen into Japanese hands and over which China has no further control. 
This is ~n enormous problem and one that will not be completely solved 
f or some time to come, but on ita succeee~Jl solution depends much of 
China's ability to obtain future loans. 
When these railways are on a paying basis and China has 
proved her ability to meet interest and principal repayments on her 
loans, then it should be possible to attract investors through the 
issue of bonds available to the general public. 
P A R T VI 
C C N C L U S I 0 N • . 
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CONCLUSION 
It .has been shown that Chinese railroad history in the 
past does not make a particularly fine showing, both from internal 
and external causes. It has also been pointed out that in very 
recent times, China has lost the greater part .of her railroad system 
to invaders, and 1s facing the problem of simultaneously building a 
new system of transportation and rehabilitating and building up 
industry, trade and agriculture in hitherto undeveloped regions of 
the country. 
However, this invasion has brought with it some good pointe, 
as it has .served to unite the country as never before and to organize 
all types of citizens to work for the building up of the.ir country on 
a new basis. The new order has attracted the beet of the country's 
citizens and all who have found it possible have gone into the interior 
to help build up the New China. The inv•sion has made it imperative for 
the Chinese to construct an ~ntirely new country for themselves in the 
undeveloped interior, , and this brings with it the opportunity to build 
on a firm basis. China is better equipped today with trained technicians 
to meet the needs of this great rehabilitation and is doing her utmost 
to train more people to carry out the work of modernizing the interior. 
It should not be forgotten, however, that there ie much from 
the past that can be built into the new with good results. This not .' 
only pertains to ideals and traditions, but to the more mater.ial things 
which are part of our economic system. Old handicrafts should not be 
t'orgotten, the fine art and literature of China should be preserved, and 
more than this, the old water transportation systems arestill available 
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to be used in conjunction with more modern methods. The agricul-
tural tradition of China should be emphasized, for the farmers and 
peasants of the country are by far the greatest proportion of the total 
population. Much can be done to help the lot of the farmer, and much 
depends on this assistance, f'or it is the farmer who will produce the 
food necessary for the whole population. Better methods of production 
and improvement of crops and animals will enable the farmer to produce 
more and alleviate conditions a1nong the poor both in rural and urban 
sections. 
The Chinese, regardless of the upheaval and change in China 
during the last decades, are still essentially a conservative race and 
cling to the traditions and methods of the past. A great deal of the 
success of the New China will depend on how successfully the old can be 
merged with the new, and this is not as unreasonable as it appears as 
first glance. The confidence of' the people is necessary to any great 
undertaking in order to secure co-operation, and it is better to have 
a slo\'l, thorough advance than to ·-rush hee.dlong into modernization in 
all fields without first demonstrating the good resulting from proposed 
changes. 
With particular reference to the tre.nsportation system, it 
is hardly necessary to demonstrate the need for building up the rail-
roads and highways. It is generally recognized that such need exists. 
The point to be emphasized in this connection is that much can be 
gained by utilizing every ex~sting highway, waterway and railroad in 
the planning and construction of the new system. For the next few years, 
China will he.ve to utilize her capi ta.l funds with the greatest economy 
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and e~~iciency. She wil l also have to provide as much labor for 
as many peopl e as possible and the introduction of modern trans-
portation methods will somehow have to absorb the population now 
engaged in the transportation of goods. Through the use of the present 
water ways whenever possible, a good part o~ those employed on boats and 
barges and in the upkeep of water transportation can st1ll be employed . 
The completion of the railroads and highways will, however, bring up 
the probiem of employment of coolies previously engaged in goods trans-
portation. This is not the only case where many will be unemployed 
through introduction of modern methods, and China also faces a vast 
problem in social engineering. 
Ohina has the oppor tunity to build up the country to future 
solidity and prosperity. The time is ripe for laying the foundation o~ 
a strong nation. The general population is ready and ·willing to co-
ope r ate. However, it is a m ge undert aking and many dangers will be 
encountered in the process. Carefu~ planning is paramount, the 
utilization of every resource now existing is necessary, the leadership 
must be in the hands of competent and trained men and women and, above 
all, economy must be the watchword. 
Transportation is the backbone of this foundation, both ~rom 
an ec onomic standpoint and ~or the prov1sion of adequate national defense. 
~rithout communications there can be no progress in any great degree, and 
on the successful construction and operation of the railways, highways 
and water ways of China depends much of her future prosperity. 
* * * 
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APPENDIX I 
CHINESE RAILWAY REGULATIONS 
The following three sets of Regulations 
for Public-owned, Private and Special 
Rail ways were enacted on October 19 ,19)5, 
and formally promulgated on November 26, 
19)5. They were specially translated 
for The Chinese Railways, Past and Present, 
published in Shanghai, 19)7, by Cheng Lin. 
-192-
APPENDIX I 
CHDiESE RAILWAY REGULATIONS 
A. 
REGULATIONS FOR PUBLIC-O':!NED RAILWAYS 
Article l. 
These Regulations are subject to the conditions of 
Article 1, Item '' of the Railway Law. 
Article 2. 
A public-owned railway shall not extend beyond the 
boundaries of the Province in which it runs, except in such 
special cases as he.ve the approval of the Ministry of Rail ways . 
Article 3. 
A public-owned railway shall be subject to the direction 
and supervision of the r.1inistry of Railways. 
Article 4. 
The t'ollowing details and documents shall be submitted 
to the Ministry of' Railways for e.pproval and to the Executive 
Yuan for registration before a proposed public-ovmed railway may 
be constructed:-
1. The proposed name of the railway, together with the reasons 
for and plans of the project. 
2. The proposed route, together with explanatory maps and 
notes. 
3· Details of economic conditions prevailing in the districts 
proposed to be traversed. 
4. Estimates of cost of construction. 
5 . The type of motive power to be used. 
6 . Budget showing estimated revenue and expenditure. 
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7· Proposed administrative organization. 
8. Proposed total capital, its sources, or plana for 
raising capital. 
ARTICLE 5. 
4o% of the capital of a public-owned railway may be 
subscribed by private interests, but only by citizens of the 
Republic of China. 
ARTICLE 6. 
If a loan or issue of' Government bonds or debentures 
is proposed, details of the nature of the loan, the amount, rate 
of interest, procedure for issuing and repayment of the loan, 
and other essential particulars shall be first forwarded to the 
Ministry of Rail ways and to the Ministry of Finance, which will 
in turn submit them to the National Government for approval. 
ARTICLE 1• 
When approval ·from the Ministry of Railways has been 
obtained f or the construction of a public-ovrned railway, fUrther 
action may be taken immediately, and the f'ollowing plana and 
specifications shall be submitted to the Ministry of' Railways 
i'or examination and approval, according to the schedule fixed 
by the Ministry of Railways:-
!. Plans showing the topography of the proposed route, 
together · with explanatory notes. 
2. Specifications and plans of engineering work and of 
locomotives and rolling-stock. 
)• Estimates of cost of construction. 
4.. The date !'ixed for starting work and the anticipated date 
of completion, with sectional plana for work on different 
parts of the line. 
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5. Details of the amount of capital already secured and 
the dates on which other amounts are expected. 
6. Details of the system of administration, and regulation. 
7. The names of the chief executives and their records. 
Article 8. 
The Ministry of Railways reserves the right to with-
draw approval already granted in the event of failure to start 
work within the time set or when no action is taken in accordance 
with the provisions of Article 7 above. But in case of unfore-
seen circumstances beyond human control, application for an 
extension of the time-limit may be made to the Ministry of 
Railways. 
ArticJ.e 9. 
A monthly report shall be submitted to the Ministry 
of Railways setting out the progress made in organization and 
construction, together with particulars of the financial con-
dition of the project. QuarterJ.y reports shall be submitted 
when the railway is f inished and in operation, giving particulars 
of working operations and stating plans for its improvement. 
Article 10. 
In case additional capital is required ±'or the exten-
sion and/ or improvement of a line, a detailed statement of the 
reasons for such increase and the proposed method of raising the 
required capital, shall be submitted to the Ministry of RaiJ.ways 
:f'or approval and to the Execut ive Yuan i'or registration. In 
the event of a loan being necessary, the provisions of Article 6 
of' these Regulations shall ue complied with. 
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Article 11. 
The Ministry of Railways has the power to dismiss 
any staff members, such as the Engineer-in-Ghief and the Chief 
Accountant, should such persons be t'ound incompetent. 
Article 12. 
Vlhen it is found necessary to employ foreigners, the 
draft ot' contract of' service for such foreigners shall be fJ.ret 
submJ.tted to the Ministry of Railways f'or approval. 
Article 1 ,2. 
When for reasons beyond human control or other 
unavoidable c:~.rcumstances the construction o1' a ra:z.lway cannot 
be completed according to schedule, ex;:,ension of the time-limit 
shall be applied i 'or and obta ined from the Ministry of Railways. 
Article 14. 
Land r e quired :for the construction of a public-owned 
railway may be requisitioned according to the Land Laws. 
Article 15. 
The gauge of' a public-owned railway shall be 1.4)5 
metres, Unless approval has been first obtained from the Ministry 
of Railways when it is desirable to have some other gauge. 
Article 16. 
The rails shall be of the standard weight set by the 
Ministry of Railways, and approval shall be first obtained ±'rom 
the Mini stry should it be f'ound necessary to use rails of 
di1'1:erent weight, but in any case the minimum shall not be 
less than ;o kilograms per metre of rail. 
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Article 17. 
Speci:i~icationa of the constructional details of a 
publ ic-o1v.ned railway, and locomotives and rolling-stock, shall 
be i n accordance with the st-andards of the National Government 
rail ways. In special circumstances the Ministry may be requested 
to approve departure f rom general standards, except in regard 
to t he following:-
1. The minimum cubic content of fixed structures. 
2. The minimum cubic content of culverts. 
). The maximum size of carriages . 
4. Maximum of weight and measure of loads. 
5. The load of a standard bridge. 
6. The kind and f or m of couplings , and their height from 
the top of the rail. 
7• The type and size of brakes . 
8. Types of signals and their codes. 
Article 18. 
When a section or the whole of a line i s completed, the 
approval of the Ministry of Railways shall be obtained before it 
is opened to traff'ic. 
Article 19. 
A drop-gate shall be erected at every point where a 
railway crosse s a highway and shall be operated by a gateman 
stationed there; where the intersection is with a busy t horough-
fare an overhead bridge or a subway shall be constructed for 
road traffic, and all other measures considered necessary shall 
be taken for the safety of the public . 
-197-
Article 20. 
When railway bridges are built across rivers, such 
construction shall not interfere with the tide movements nor 
obstruct navigation, and all breakwaters and dykes adjoining 
railway-bridges shall be maintained i n good condition, and every 
precaution taken to prevent danger to life and property. 
Article 21. 
A public-owned rail way shall not refuse to link up with 
National Government railways and/or other public railways, or 
refuse to allow other railways to make use of its track unless 
sanction to such refusal is given by the lilinistry of Railways . 
Article 22 . 
In addition to complying with the regulations regarding 
the classification of goods and passenger traffic, a public-owned 
railway after completion and before actual operation shall obtain 
from the Ministry of Railways approval of the following matter s , 
and approval nrust be simil. ar 1y obtain""' d in the event of any 
subsequent change being made:-
1 . Detailed statement of proposed rules for passenger and 
goods traffic. 
2. Passenger and goods tariffs and other charges. 
5· Safety measures in operat1ng traffic. 
4 . Time-table of tra~n serV1Ces, together with explanatory 
notes. 
Article 22· 
The time-table and the goods and passenger tariffs 
shall be advertlsed in t he newspapers or made known to the 
public in some other adequate manner; similar procedure shall 
be followed in the event of any change of schedule or rates. 
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Arti c l e 24. 
The Ministry of Rail ways shall have the power to 
order an alteration in the time-table or in the number of trains 
run daily or a revision of tariffs if such change is cone~dered 
necessary for the good of the public. 
Article 25. 
A public-owned railway shall not impose or collect acy 
fees or rates other than those stipulated in the published tariffs. 
Article 26. 
A public-owned railway shall, by the instruction of the 
Ministry of Railways; take such action as may be necessary f'or 
the improvement of its service or equipment. 
Article 2[. 
A public-owned railway shall r eport by telegraph to 
the Ministry of Railways any serious accident or untoward event 
to be followed immediately by a detailed report in writing. A 
monthly report shall be submitted on the ordinary working of' the 
railway, in accordance with the form used by the National Govern-
ment railways. 
Article 28. 
Any agreement on through traffic or through freight 
service between a public-owned railway and National Government 
railway or other publ ic-owned railways shall be first submitted 
to the Ministry of Railways for approval, with detailed explanations 
of the proposed division of receipts and of share in equipment. 
Article 29. 
The Ministry of Railways may order a public-owned 
railway to arrange a through traf'fic service with National 
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Government railways or other public-owned railways or highways 
or steamship lines if such a step is considered to be in the 
interests o~ the public. 
Article 20. 
A public-owned railway shall -keep records of its 
working and of revenue and expenditure in accordance with the 
regulations governing National Government railways in these 
matters. 
Article 21. 
A budget shall be submitted to the Ministry of Rail-
ways one month before the opening of the fiscal year of the 
railway, and at the end of the fiscal year accounts and statistics 
on the year 1s working shall be submitted to the Ministry. 
Article 22. 
A public-ovtned railway shall obtain approval from the 
Ministry of Railways before introducing any changes in organization 
or routes, leasing or mortgaging the railway and its property, or 
closing business. 
Article ;,. 
The Ministry of Railways shall have the right to send 
inspectors to examine construct ional engineering work, the 
materials used, working conditions, trat'f'ic, and books as well 
as the generai financial condit ion of a public-owned railway, 
and the railway shall give such inspectors every necessary 
facility in carrying out their work. When necessary an inspector 
shall have the right to examine documents relative to the matter 
under inquiry, and should the working be found unsatisfactory, the 
Ministry of Railways shall have the right to take any necessary 
steps to remedy the fault. 
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Article 24• 
At the request of a public-owned railway the 
Nlinistry of' Railways shall send an expert or experts to 
assist in the operation and i mprovement of' the railway, and 
the salaries and expenses of such experts shall be borne by 
the public-owned rail way requesting such assistance. 
Article 25. 
Within six 1nonths from the promulgation of these 
Regulations, public-owned railways built bef'ore such promul-
gation shall submit reports and applications in accordance with 
these Regulations. 
Article 3§ . 
These Regulations are effective from the date of 
promulgation. 
B. 
REGULATIONS GOVERNING PRIVATE RAILWAYS 
Chapter l - General 
Article l. 
These Regulations are enacted under the provisions 
o!' Article 1, Section ;;, of t he Railway Law. 
Article 2. 
Companies organized by Chinese citizens for building 
railways to transport freight and passengers must conform to 
these regulations. 
Article 3· 
Private railways can be constructed and operated 
only by limited companies and in accordance with the Company 
Law. 
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Artic l e 4 . 
The Government may subscribe for shares in a private 
railway company, but the amount shall not exceed half' the total 
capital of the company. 
Article 5. 
No shares in private railways companies can be held 
by foreigners, nor can these companies mortgage their lines to 
foreign interests, except by special permission of the Ministry 
of Railways and with the approval of the National Government. 
Article 6. 
Private railway companies are subject to the direction 
and supervision of the Ministry of Railways. 
Article 7. 
During the period of organization and/or construction 
a private railway company shall . report once in every three months 
its financial and material condition to the Ministry of Railways. 
After coming into actual operation, a private railway .company 
shall make a report once every three months to the Mim.stry on 
business conditions, and at the end of every fiscal year a 
detailed report of financial conditions must be submitted to 
the Ministry of Rail ways; such reports muet be submitted not 
later than three months after the end of each fiscal year. 
Article IJ. 
A private railway company may request financial or 
technical assistance from the Ministry of Railways, if it finds 
itself in financial or technical difficulties . 
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Article 2· 
The Ministry of Railways may send representatives to 
inspeet the lines and examine the books of private railway 
companies at any time. If necessary, the Ministry may ask for 
special reports from the companies and examine all books, accounts, 
and correspondence. 
Article 10. 
Representatives of the Ministry of Rail ways shall be 
invited by private railway companies to attend shareholders• 
meetings . 
Article 11. 
A private company may request the Ministry of Railways 
to appoint an expert or experts to be established on the railway 
to assist in the work of improvement or readjustment. The cost 
of such expert assistance shall be borne by the company. The 
period of service for such experts and their renruneration shall 
be decided by the Mi~istry of Railways. 
Article 12. 
i 
A private railway company shall not take any action 
regarding the following measures without fir-st obtaining the 
approval of shareholders and of the Ministry of Railways: 
1. Any revision of the constitution or organization of the 
company . 
2 . Any change of the length or route of the line . 
J• Mortgage of the line, entrusting the operation of the line 
to a second party, or receiving such trusts from other 
companies for the operation of their lines. 
4 . Amalgamation with another company or companies. 
5. Suspension of business or liquidation. 
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Artic l.e 12 . 
A private railway company may petition the local 
authorities to requisition land for building the railway, in 
accordance with Law. 
Article 14. 
For the preservation of peace and order aa well aa 
insuring the safety of passengers, private railway companies 
may petition for special protection from _the local military and 
police authorities. 
Chapter II - Registration. 
Article 15. 
Private railway companies must submit an application 
for provisional registration signed by the promoters and 
accompanied by the following documents to the Ministry of 
Railwaye:-
1. Reasons for and plans of the project. 
2. Draft constitution of the company. 
?• Preliminary survey of the projected railway, together 
with notes. 
4 . The economic conditions of the districts traversed. 
5. Estimated cost of construction. 
6. The type of motive power t9 be used. 
7• Estimated revenue and expenditure. 
8. Total capital value of each share, and number of shares 
subscribed by the promoters . 
9. Names, ages, birthplaces, professions, and addresses 
of the promoters. 
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Article 16. 
Shares subscribed by the promoters must not be leas 
than one--twentieth o:f the _total capital of the compaey. If the 
total capital is less than one million dollars, the shares sub-
scribed by the promoters must not be lese than one-tenth o£ the 
total, and more than one-half of their shares must be paid up, 
and the cash deposited in a bank, before requesting registration 
of the compaey. Bank receipts for these deposits must be sub-
mitted to the Ministry of Railways for examination. 
Article 17. 
I£ the conditions o:f the proposed company are approved 
after examination o:f the docUments and receipts submitted by the 
promoters, the Ministry of Railways will issue a provisional 
permit for the organization of the company, stipulating the period 
allowed for applying for official registration or other essential 
conditione. If two companies requeeting registration propose to 
build a railway following the same route, the company first 
applying for registration will be given preference. 
Article 18. 
If the period allowed for applying for official 
registration expires without such action being taken and no 
request is made by the promoters for an extension of the time-
limit, the provisional permit shall be automatically cancelled. 
If the promoters find difficulty in organizing the oompanf within 
the period specified for official registration, or desire to 
postpone organization of the companr, they must request the 
Ministry of Railways to concel the provisional · permit. 
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Article 19. 
If the shares of the company are to be subscribed 
only by the promoters, they must pay in accordance with the 
Company Law the necessary amount during the first period, 
immediately after receipt of the provisional permit from the 
:Ministry of Ran ways and form a Board of Directors and a Board 
of Supervisors. If the promoters take up only part of the shares 
or the company, they must publish the prospectus of the company 
af'ter receipt of the provisional permi t from the Mini stry of 
Railways and offer shares on the market for sale. Only after 
payment for the shares as required by the Company Law is made 
can the promoters call the first meeting of shareholders and 
form Boards of Directors and Supervisors. 
Article 20. 
Within fifteen days after the appointment of the Board 
of Directors and Board of Supervisors, the company shall petition 
the Ministry of Railways f or official registration, such 
application to be accompanied by the following document s:-
1 . Constitution o!' the company. 
2. Organization of the company. 
5• Drawings and surveys of t he line to be buil t, with notes. 
Lf . Plana and notes of engineering_works, spec ifications of 
rolling-stock and locomotives to be used, etc. 
~ . Date of commencement and completion of construction. 
6. Estimated cost of construction. 
·r. Detai.Led statement of shares subscribed for and paid-up. 
8. Minutes of shareholders• meetings. 
9· Names, ages, birthplaces, prot'essione , and addresses of 
members of the Boards of' Directors and Supervisors. 
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10. Names and records : of the manager, chief engineer, and 
chief accountant of the company. 
Article 21 . 
The Ministry of Rail ways will issue an official permit 
t'or registration to the company when the particulars submitted 
t'or examination are found to be satisfactory. 
Article 22 . 
Within :fifteen days after receipt of the official 
permit for registration, the company shall apply to the Ministry 
of Industry for registration, in accordance with the Company Law. 
Notifications shall also be sent to the authorities of districts 
through which the proposed line will pass. 
Article 22· 
furing the first period of payment, half' of the shares 
of the company already subscribed :t'or must be f'ully paid. Pro-
visional receipts will be issued by the company, and official 
receipts issued only after the formal establishment of the 
company . 
Article 24. 
Payment for the shares of private railway companies 
must be made in national currency. 
Article 25. 
After organization of the company, all shares must be 
subscribed and pal.d for within the period t' ixed in the constitution 
o:e the company, and a report to that et'f·ect must be sent to the 
Ministry of Railways f'or record. 
Article 26. 
Shares of private railway companies must bear the names 
of subscribers and other details required by the Company Law, 
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together with the Ministry ot· Railways. 
Article 27. 
If' new capital is needed f'or extension ·.or improve-
ment of the railway line, the company shall first apply :i:'or 
permission from the Ministry of Railways to raise funds or 
increase its capital in accordance with the Compaey Law, 
providing that the original capital of the company has been 
fully paid up. 
Chapter III - Organization 
Article 28. 
A shareholders' association of a private railway 
company shall be organized in accordance with the Company Law, 
and the Board of Dire~tors ~a the highest executive organ of 
the company. 
Artic l e 29. 
A chairman, or a standing committee of three members, 
shall be elected by the Board of Directors to take full charge 
of the business of the company and act as representatives of 
the company. 
Article jO. 
The following business must be resolved and decided 
upon by the Board of Directors:-
1. Revision of important regulations. 
2. Examination of important contracts or agreements. 
j. The Extension or improvement of existing lines as well 
as changes in operation. 
4. Examination of budgets and final accounts of the company 
and other financial matters. 
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:::). Determ:watJ.on of the munber of staff members, and 
theJ.r remuneratJ.on and rarik. 
6. Appol.ntment and dismissal of' administrative officials 
in the Departments of Engineering, Traffic, and Accounts. 
7• Other important business matters. 
Article 2_1. 
Members of the Board of Supervisors may attend meetings 
of the Board of Directors. 
Article 32. 
The manager of the company shall take f'ull charge of 
the business of the company in accordance with the princ iplee 
and plans laid down by the Board of Directors. While the 
proposed lines are under construction, the Chief Engineer may 
hold the poet of Manager concurrently. A detailed account of 
the organization of the company must be presented to the M:inistry 
of Railways for approval. 
Article /2· 
All staff members of the company must be of Chinese 
nationality; when foreigners are to oe employed, permission must 
be fi r st obtained ttan the Ministry of Railways. 
Chapter IV - Construction. 
Article ;4. 
The gauge of a line built by a private rail way company 
must be 1.4):l metres. Exceptions may be made only by special 
permission of the Ministr~r of Rail ways. 
Article ?o. 
The weight of the rails used by a private railway company 
m~st be the same as those used on railways operated by the National 
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Government . In spec i al circumstances, lighter or heavier 
rails may be used, by permission of the Ministry of Railways, 
but in no case shall rails lighter than 30 kilograms per metre 
be used. 
Article '/?_. 
Specifications for the construction of the railway line, 
rolling-stock and locomotives must be in conf'ormity vlith the 
standards fixed by the Ministry of Railways. In special circum-
stances a private railway company may request permission of the 
Ministry of Railways to vary i t s specifications , except for the 
following constructional work:-
1. The mininru.m cubic content of 1'ixed structures. 
2. The minimum cubic content of culverts. 
;. The maximum size of carriages. 
4 . Maximum of we~ght and measure of' loads . 
5. The load of a standard bridge. 
6. The kind and f orm of couplings and their height from the 
top of the rail. 
t • The type and size of brakes. 
5 . Types of signals Emd their codes . 
Article 27• 
If construction is not started within the period 
stipulated by the Ministry of Rail ways , the Ministry has the 
right to cancel the ~egistration of the company. In the event 
of circumstances arising which are beyond human control, the 
company may request special permi ssion to postpone commencement 
of construction. 
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Article ;?8 . 
Construction must be completed within the period 
specified in the plans, but in special circumstances an 
extension of the period allo~ed for construction may be 
applied for from the Ministry of Railways . 
Article 59· 
A!~er completion of the line, no traffic may be 
commenced without previous inspection being made by represen-
tatives of the Ministry of Rail ways. If a -section of the line 
is completed and ready f or regular traffic, inspection 1nuat be 
carried out by representatives of the Ministry of Railways 
before the line ia opened for regular business. 
Article 41. 
Railway bridges across rivers shall not obstruct 
navigation or the natural flow of water. Necessary measures 
must be taken to prevent any possible danger to the break-
water and dykes nearby from the building of the bridge. 
Article 42. 
In regard to matters relating to roads, bridges, etc . 
permission to carry out proposed works must be obtained from the 
competent local authorities prior to the building o:f' the railway 
line. 
Article 42. 
When a projected railway has to be carried across 
other private, public or Government railway lines, mutual agree-
ment should be established regarding such constructional work. If 
no such arrangement c an be arrived at, the Ministry of Railways 
has the right to dispose finally of the i ssue. The same pro-
cedure applies when the railway crosses bridges, highways, or 
canals . 
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Article 44. 
The National or local governments or other private 
companies shall not build a parallel railway or highway within 
a certain distance of the line of a private railway company, 
except as part of a national railway or highway network. The 
distance referred to will be fixed in accordance with the principle 
of avoiding .unnecessary competition with the existing line, and 
will be decided upon by the Ministry of Railways according to 
the prevailing economic conditions of the districts through 
which the railway passes. 
Chapter V - Operation. 
Article 45. 
The transportation of freight and passengers by private 
railways must be in accordance with the regulations of the 
National Government railways, and the following particulars must 
be presented to the Ministry of' Railways for approval before 
commencement of traffic:-
!. Regulations of' freight and passenger transportation. 
2. Freight and passenger rates and other charges. 
; . Regulations for the maintenance of sa.fety. 
4. Schedules of train services, with· explanatory notes. 
Any proposed changes of these regulations and schedules must be 
reported to the Ministry of Railways and official approval 
obtained from the Ministry before any change is effected. 
Article 46. 
A private railway company shall publish its train 
schedules and freight and passenger rates in newspapers or other 
publications. When any change is made in train schedules or 
rates, the company shall give simi1e.r publicity to such alterations. 
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Article 4]. 
In the interests o1· the public, the Ministry of 
Rai~ways has the right to regulate the speed of trains, fre-
quency of services, times of arrival, and freight and passenger 
rates. 
Article 48 . 
No charges other than those specifically mentioned in 
the regulations shall be imposed or collected by a private railway 
company. 
Article 49. 
A private railway company is not allowed to engage in 
any other business or enterprise without permission of the Ministry 
of' Rail ways. 
Article 50. 
The Ministry of Railways has the right to order a 
private railway company to make alteration in its equipment if 
and when the Ministry considers such change necessary . 
Article jl. 
When a serious accident happens a private railway 
company must immediately telegraph a report to the Ministry of 
Railways, to be followed by an exhaustive report i n writing. As 
to minor accidents, the company shall report them once a month 
according to the form prepared by the Ministry. 
Article !J2. 
For through traffic serv,ice with other railways of 
private, public or Government lines, arrangemen~s regarding 
sharing equipment and expenses, etc. must be submitted to the 
Ministry of Railways for approval. 
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Art i c i.e :),2. 
For general welfare of' the public, the Ministry of' 
Railways has the right to order a private railway company to 
establish through traf'fic serv1ce with other rail ways, highways, 
or sh~pping lines. 
Chapter VI - Finance 
Article !::>4. 
All matters pertaining to the budget, accounts, and 
statistics o1' a private railway company must be carried out in 
accordance with the Regulations governing the National Govern-
ment rail ways • 
Artic le 55. 
One month before the end of' its fiscal year, a private 
railway company must submit to the Ministry of Railways a budget 
f'or the next fiscal year. At the end of eacn risca.l year a. 
private railway company must submit to the Ministry of Railways 
±'or record reports on accounts and statistics to show the f'~nanei~l 
condition of' the company 
Article 56. 
No dividend may be paid to shareholders by a pr1vate 
railway company until suff'icient money has been set aside against 
depreciation of· the line and its equipment. · The percentage 
allowed for depreciation will be f'ixed by the company and sub-
mit ted c;o the Ministry of' Rail ways for approval. 
Article 57. 
When the prof'its of a. private railway company exceed 
25 per cent of ~he ~otal capital, the entire amount of' such 
excess shall be used for the extension or improvement of' the . 
line . 
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Article !5B. 
A private railway company may issue debentures, but 
permission must be first obtained from the Ministry of Railways. 
The amount of such debenture issues must not exceed the total 
value of the property of the company, except when the company 
issues debentures for the completion of extension lines. The 
period for the redemption of debentures must not exceed the 
period granted to the company by the Ministry of Railways for 
operating the line. 
Article 5_2. 
No property of a private railway company can be mort-
gaged without the permission of the Ministry of Railways, and 
such mortgaging is limited to superstructures, rolling-stock, 
and locomotives. 
Art~cle bO. 
No agreement contracted by a private railway company 
with any party can be considered valid if it exceeds the period 
granted to the company by the Ministry of Railways for operating 
its lines. 
Chapter VII - Redemntion 
Article 61. 
The period of operation granted to a private railway 
company is thirty years, calculated from the opening of public 
service. \'/hen only one s ection of' a line ie opened to traffic, 
that date shall be considered as the date of' opening of the 
entire 1 ine ._ On expiry of the thirty-yeer period, the National 
Government may purchase the railway and other business of the 
company or sections of the railway operated by the company, 
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but notice to this eff'eot must be given to the company. two 
years in advance. If no such notice is given by the National 
Government, the c'bmpany may apply f or permission from the 
Ministry of Railways to continue to operate the line for another 
ten y ears. At the end of that and every subsequent. ten-year 
period, the National Government may declare its intention to 
purchase the line in ~he manner already mentioned. 
Article 62 . 
Within six months after receipt of notice from the 
Government that it intends to purchase part of the line, a 
private railway company may in the following circumstances ask 
the Government to purchase the entire line and the Government 
cannot refuse. 
1. If the remaining sections of' the line cannot carry on 
business independently after one section has been pur-
chased by the Government. 
2. If the revenue from the remaining sections will not be 
suffic·ient to meet the expense of operation after one 
section has baen purchased by the Government. 
Article 6) . 
When the Government purchases the line and other 
business of a private railway company, the Government takes over 
loan obligations ot' the company as well as the property, providing 
such loans have been approved by the Ministry of Railways. When 
the Government purchases a section of a line operated by a private 
railway company, it takes over only the property of that specific 
section of the line. As to the loan obligations of the company, 
these will be discussed. and an adjustment mutuall.y agreed upon . 
by the company and the Government. 
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Artic l e 64 . 
Nine months after the Government has sent notice 
of its intention to purchase a private railway the Ministry of 
Railways will send experts to the company to make a valuation, 
in accordance with Article 65 below. Together with statement of 
profit and loss, these experts will submit t heir estimate of the 
value of the line to the Ministry of Railways. In the event of' 
there being a:n:y dispute over the purchase-price, the company and 
the Ministry may each eend from one to three of their experts, 
together with one to three experts jointly nominated by the 
company and the Ministry, to f'orm a special committee to make a 
valuation, and the price decided upon by this special committee 
will be considered by all parties as t'inal. Estimation of the 
value of the property and. agreement on purchase-price must be 
concluded within six months. All expenses in connection with 
the appointment of experts to value the line must be borne in 
equal parts by the company and the Government. The special 
committee f'or valuation shall automatically dissolve upon 
rendering their report. 
Article 65. 
The price f'or the purchase of' a line must be based 
upon the value of the property and the average profit and l oss 
during the preceding three years. 
Article 66. 
Before the Government takes over a line, the purchase-
,:·\· 
P- i c.e (in c~s.h or bo.nc e ~i3t be fully pa id. In the event of 
bonds beip...g o·u se.d, a p-l,~ f or their redempt ion and the schedule 
for payment of' inte~eat must be agreed to by the company. 
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I 
Article o]. 
If after receipt of notice of Government purchase a 
private railway company deliuerately neglects repair work) 
equipment or administration, and thereby either endangers the 
property or impairs the earning capacity of the line, the 
Government may take remedial measures or notit'y the Special 
Coa~ittee for Valuation. 
Chapter VIII - Penal ties 
Article 68. 
The Ministry of Railways may order the suspension of 
operations by a private railway company, or cancel its regis-
tration, if the company fails to comply with any of the following 
requirements:-
1 . If the company acts contrary to Law or to orders based on 
Law or contrary to the condi tiona required f'or the regis-
tration of the company, which action may be detrimental 
-c.o the weli'are or sai'ety of the public. 
2. If the compacy secretly receives foreign subscriptions to 
its shares or f'oreign loans. 
,. If the company for causes not beyond human control suspends 
operation for a period exceeding three months. 
Article 62.• 
If a private railway company commences building the 
line without f'irst effecting registration VTith the Ministry of 
Railways, or transfers the right of operation to other parties 
without first obtaining the approval of the Ministry of Railways, 
the Ministry may order the suspension of construction work or 
eencellation of the registration, as it deems f~t, with or 
-218-
without a fine not exceeding $2,000; or may order a change of 
the Directorate or other responsible officials of the company. 
Officials thus dismissed ce.nnot be re-employed by the company. 
Article 70. 
A company shall be liable to a fine of not more than 
$1,000 if it commences operation of a line after completion 
without being f i rst inspected and approved by the Min~stry of 
Rail ways , or if the company fails to change any construction .~ 
v:ork as ordered by the Ministry . 
Article '(l . 
The comp~r or staff members individually shall be 
liable to a fine of not more than $1,000 in the f'ollowing 
c ircumstances:-
1. If the company fails to apply for permission from the 
Ministry of Railways in the various circumstances 
specified in these Regulations, or makes a false report 
in connection with such applications. 
2. If the company fails to publish, or fails to publish 
faithfully, the announcements required by these 
Regulations. 
Article (2. 
The company or staff members individually shall be 
liable to a fine of not more than ~~1,000 in the :t"ollowing 
c ircumstane e s :-
1. If the company fails to report to the Ministry of 
Railways those matters as are required to be reported 
by these Re~llations, or fails to report them faith-
fully. 
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2. If the company fa i l s to obey the orders of the 
Ministry of Rail ways; 
;:> . If• the company refuses to make the books or corres-
pondence of t he company available for inspection to 
the inspectors of the Ministry of Railways, or if 
the staff members make ±'alee statements to such 
inspectors. 
Chapter IX - Appendix 
Article 72• 
These Regulations shall be effective from the 
date of promUlgation. 
c. 
REGULATIONS GOVERNING SPECIAL RAIL1AYS 
Article 1 • . 
The Regulations are subject to the conditions of 
Article II, Item 2, of the Rail way Law. 
Article 2. 
A railway intended to be used for transportation 
purposes by a specified enterprise exclusively shall be termed 
as s pecial railway, and shall be governed by these Regulations. 
A special rail way shall not undertake or discharge transportation 
services for any other party than the particular enterprise for 
whi ch it was built, but the Ministry of Railways has the right 
to order such special railway to han~le freight and passenger 
traffic if this should be necessary for the public good. 
Article 2· 
~hen the terminal of a proposed special railway 
connects with a national or a public railway, application shall 
1·irst be made to the particular Administration concerned for 
permission to build. 
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Article 4 . 
As special railway shall be subject to the direction 
and supervision of the Ministry of Railways. 
Article 5. 
The following particulars shall be furnished to the 
Ministry of Railways for approval before a special railway can 
be bui!t:-
1. The special purpose of the railway and the reasons t'or 
ita construction. 
2. A detailed account of the enterprise by which a special 
railway ie projected, capital and business record, and 
in the case of a private enterprise full particulars and 
proof of its registration with the proper authorities 
shall be submitted. 
;. A survey map of the projected line, with explanatory 
notes. 
4. An estimate of the cost of construction. 
5. The type of motive power to be used. 
6. The amount of capital neede4 for the railway and proof 
that money is available. 
7• Date of estimated commencement and completion of work. 
Article 6. 
The Ministry of Railways will issue a license for the 
construction of a special railway if the application for a 
permit is considered satisfactory and the amount of capital 
necessary is assured. The Ministry of Railways has the right 
to attach reservations or conditions to the license in the 
interests of the public. 
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Art.icle ]. 
A special railway must be built and completed 
within the date designated, and 1n the event of unroreseen reasons 
for delay, a report to that effect shall be eubmi tted to the Minis-
try of Railways and an extension of time-limit petitioned for. 
Article e. 
Full specifications of constructional work and 
details of measures to be taken for the safe working of the 
railway sh8.ll be submitted to the Ministry of Railways for 
approval. 
Article 9. 
During the period of construction a monthly report 
on progress shall be submitted to the Ministry of Railways. 
Article 10. 
A drop gate · shall be erected at every intersection 
with a highway operated by a gateman stationed there; where 
the intersection is with a busy thoroughfare, a bridge or 
subway shall be constructed · and an;y other measures necessary 
for the safety ot the public shall be taken. 
Article 11. 
Rivers shall be kept ciear ror navigation and the 
natural flow of water when railway bridges are buiit. Where 
there are breakwaters and dykes near a bridge they shall be 
maintained in good condition, and every precaution taken t.o 
ensure eafet.y. 
Art.icie 12. 
Plans and specifications of the permanent way, bridges, 
oulvert.s and ditches shall be submitted to the Ministry of 
Raiiways for approval before actual construction is undertaken. 
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Article l_j . 
A special railway when completed shall be inspected 
by experts of the Ministry of Railways before being opened t'or 
traf'fic. 
Article 14. 
A special r ailway shall not refuse to link up with 
or be taken up by a National Government railway, public railway, 
or private railway, and shall not object to a parallel line 
being constructed should the Ministry of Railways approve of 
the same. The manner of' appraising distance shall be in 
accordance with Article 64 of the Regulations governing 
private railways. 
Article 15 . 
When an extension or improvement of a special railway 
is planned, a detailed statement as to the capital avail able 1 
and the reasons for the change, must be submitted to the 
Ministry of Rai lways. 
Article 16. 
Approval of the Ministry of Railways shall be first 
obtained before a special railway can change ownership, which 
transfer shall not be valid unless approval has been obtained 
and another license issued to the new owners. When a special 
railway is to be entrusted to the management of' another .party, 
a copy of' t he proposed agreement eh~ll be f irst submitted to 
the Ministry of' Rail ways for approval . 
Article 17 . 
The Ministry of' Railways shall have the r ight to send 
inspect.ors to examine the constructional engineering, materials 
used, working conditions, traffic, books , and financial conditions 
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of a special railway, and the inspectors shall have the 
right to examine all pertinent documents. If the cond~t~ons 
are not considered satisfactory, :the Ministry of Railways shall 
have the right to t ake any necessary steps to ef'fect improvement. 
Article 18. 
A 1'ine not exceeding $1,000 shall oe imposed f or 
building a special railway without fi~st obtaining permission 
t'rom the Ministry of Rail ways, and ·the Ministry shall have the 
right to stop construction worlc on a railway being built without 
permit, and the responsible party shall be required t.o send in 
a formal request f or permission to build. 
Article lY.-. 
A f'ormal request fo r registration in accordance wi ' h 
these Regulations shall be sent in within six months from date 
of their promulgation by the owners of special railways built 
under permits formerly i ssued by the Ministry of Communications 
or the Ministry of Railways . 
Article 20 . 
These Regulations shall be eff'ect ive f'rom the date 
of promulgation. 
B I B L I 0 G R A P H Y 
Abend, Hallett 
Cheng, Lin 
Chaio, Chi-Ming 
Clyde, Paul Hibbert 
Condliffe, J. B. 
Cressey, George Babcock 
Fang, ~-An 
Ho, L, & Fang, Hsien Ding 
Hanson, Haldore 
Kent, Percy ' Horace 
Ma., Ing-Tsu 
Tortured China New York, 19~0 
Chaos in Asia New York, 19)9 
The Chinese Railwavs -
Past and Present. Shanghai, 19)7 
A Studv of the Chinese 
Population New York, 19)4 
(From the Milbank Memorial 
Fund Quarterly Bulletin, 
Vol. XI, October 19)5) 
A History of the Modern and 
Contemporary Far East. New York, 1957 
China Today: Economic Boston, 19)2 
China's Geographic Foundations 
New York, 19;4 
Chinese Labor London, 19)1 
Ext ent and Effect of Industrialization 
in China Tientsin, 1929 
(Nankai University Committee 
on Social and Economic Research) 
Humane Endeavour Nev1 York, 1959 
Railwav Enterprise in China London, 1907 
Chinese Economic Reform Shanghai, 19)9 
if.orse, E. B. & MacNair,H.F. Far Eastern International Cambridge, Mass. 
Oliver, Frank 
Parmelee, Julius H. 
Parsons, William B. 
Quigley, ms. & Blakeslee 
G.H. 
Remer, C. F. 
Relations 1931 
Special Undeclared 1.'/ar London, 1939 
The Modern Railway New York. 1940 
An American Engineer in 
China Ne\v York, 1900 
The Far East - An ~nternat!onal 
Survey Boston, 1958 
Foreign Investments in China 
New York, 19)3 
Stringer, H. 
Teichman, Sir Eric 
Van Dorn, Harold Archer 
Williamson, Isabelle 
ltAGAZINES AND P.AHPHLETS 
Chow, Tsung-Han 
Hu, Tze-Fong 
King, F. H. 
Yen, Nang 
NE\'/SPAPERS 
China, A N e\'1 Aspect London, 1929 
Affai re of China London, 1938 
Twenty Years of the Chinese Re~b1ic 
New York, 1935 
01 d Hi g:hways in China London, 1884 
China Year Bookz 1921-22 Shanghai, 192) 
China Year Bookz 1924 Shanghai, 1924 
China Year Bookz 1926-2:Z Shanghai, 19)7 
Economic Criticism of China Shanghai, 1939 
Article on Chinese Railroads 
Since August 13th, 1937 
Economic Criticism of China Shanghai, 1939 
Article on Chinese Railroads 
Since Au6ust l)th, 1937 
The Wonderful Canale of China 
National Geographic Magazine, 
Vol. XXIII, No. 10, Oct. 1912 
Economic Criticism of China Shanghai, 1939 
Article on Chines e Transportation 
since August 13th, 19)7 
A Yearbook of Railroad Information 
Committee on Public Relations of 
Eastern Railroads, 19)7 Edition. 
The Christian Science Monitor 
The New York Times 
Sun Pau 
Boston 
New York 
Shanghai 
